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One Man, Alone, Can Handle 
Easily These Three Trucks 


They are loaded with Boxes in which 
you can pack a whole carload of goods 


H & D Corrugated Fibre Board Boxes 


Come to you folded flat, ready to open up, pack and seal. 
Think of the saving in storage, the saving in labor for handling. 
Think of the convenience and cleanliness. 
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Write for free manual “HOW TO PACK IT”—it will surprise you. 
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Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


The foundation for the study of all questions bearing on rates, and other features of) regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of tl.» several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


— Edition Nearly Exhausted 


RSeaa An Indispensable 


RVENTION:~ 


Se Reference Work 


AMISSIONERS 


Rit The demand for this book has been so extensive 
Seren that only a comparatively small number remain and in 
nat a few weeks copies can no longer be obtained. This 
eta represents the last opportunity to get one of these daur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 
This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 
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The spread of the “National Way” of sealing 
packages has been rapid under the encourage- 
ment of the largest shippers and the foremost 
transportation experts. 








” 


True, not everyone has as yet “seen the light. 





But even so keen a mind as Ben Franklin 
made the mistake of recommending bows and 
arrows to replace muskets, and Napoleon re- 
jected Fulton’s proposal to conquer England 
with a steam navy. 








You may be satisfied with your present pack- 
ing methods. But you ought to know—as a 
BASIS FOR COMPARISON—what we can 
do for you. If you have any packing prob- 
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The Conservatism of Progressive Minds 


lems of any kind; if you wish to make sure 
that you have reduced to a minimum your 
expense of packing, freight, shortage claims, 
damages, etc., consult our 


Free Service Bureau 


It will give you the benefit of years of experi- 
ence, of our pioneering in this field, of our con- 
ferences with the largest shippers in the coun- 
try, whom we have the privilege of counting 
as our customers. 


There is no charge, no obligation for the in- 
formation. It is free to everyone interested. 
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The Rumsey Door, being designed to negotiate not alone the normal service demands, but 
the abnormal, or what is known as service abuse, maintains the same integrity as does the rest of 
the car side, which is the only correct car-door philosophy, and is the only way by which the 
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The 


New Express Rates 


Effective February I, 1914 


In conformity with the order of the 
Interstate Commerce Commission 


The following table illustrates some of the 
differences between the new and old rates: 


Between 5 ibs. 20 Ibs. 100 Ibs. 
NEW YORK 
and the 


, following points: New | Old | New | Old New | old 
: Rates Rates | Rates | Rates Rates | Rates 
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following points 
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Rates | Rates | Rates | Rates | Rates | Rates 
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Food Products Carried at Still Lower Rates 


Wells Fargo Service Means 


Highest Class of Transportation 
Li Free Insurance up to $50 


A Receipt for Each Shipment 
Responstbility—Sa fety—Efficiency 
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PRIVATE CAR INQUIRY. 


Whatever may be the outcome of the vigorous in- 
quiry now going on into the relationship of the 
owners of private car lines with shippers and car- 
riers, it is certain that the Commission will not 
lack for information if any large proportion*of the 
questions propounded by Mr. Boyle, counsel for the 
Commission, is productive of results. The ques- 
tions as they have been propounded during the 
three days that the hearing has been going on have 
been of the most searching nature and go into the 
vhole matter in. very great detail and from every 
possible angle. It does not appear that the posi- 
tion taken by Armour Car Lines is in any way 
hared by the representatives of other packing 

uses, and it is not presumed that any of them will 
make similar objections, or be recalcitrant in an- 
swering such questions as their records afford a 
1SiS upon which to answer. 

It is altogether too early in the hearing to pre- 

ct anything as to the general nature of the re 
sults that may be obtained. It is evident, however, 
that in some respects the carriers furnish service for 
wners of private car lines which either they are 
ot paid for on a proper basis or at the least their 
cords are not kept in such a manner as to show 
recisely whether the carriers are getting the rev- 
nues to which they are entitled or not. The fact 
at the use of private ears in refrigerator service 
always a matter of special expedition does not 
ecessarily cut so much figure as might appear upon 


the surface, for nearly all of the products carried in 
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these cars are of highly perishable nature and the 
carrier is to a considerable extent responsible for 
their proper delivery. The same statement holds 
true with respect to the return of empties, because 
in the season there is always a load waiting for such 
cars, and if the supply at the loading point is short, 
perishable products may be in danger of deteriora- 
tion. 


POOLING SPECIAL EQUIPMENT. 


A suggestion has been made in the course of the 
hearing in the matter of private cars which seems 
at first thought to be worthy of a good deal of con- 
sideration. This is that special equipment, particu- 
larly such as is used for refrigerator purposes, should 
be handled in the form of a pool under such direc- 
tion that it could be placed where it was needed and 
be kept in service approximately all of the time. As 
it is now in has developed very clearly that even 
though its service is an expedited one, refrigerator 
equipment is not performing anywhere near its 
proper proportion of the service which the heavy 
investment in refrigerator cars would seem to indi- 
cate as an economic necessity. Cars which are used 
in fruit service are in active operation only a few 
months, and for the balance of the time whatever 
service they do is more or less a makeshift. For 
instance, these cars are used in the winter in the 
transportation of potatoes and other products liable 
to damage by freezing, though even then they are 
not employed a very large portion of the time. Ow- 
ing to the nature of the purposes for which they 
are especially intended it is impracticable to load in 
them very many of the kinds of freight which would 
be offered if these restrictions did not exist. A 
single pool of all this equipment under one direc- 
tion would enable it to be shifted from one section 
of the country to another as seasons and traffic of- 
fered would demand, but as Mr. Maxwell of the 
Wabash said, this would require a very large sup- 
ply of equipment. Details of its distribution would 
have to be carefully worked out, and if this were 
done there would seem to be no really serious ob- 
jection to this method of saving what seems to be 
an economic waste. 


THE CAR SITUATION. 


A surplus seems to be almost as difficult to con- 
trol as a shortage, particularly if the matters to 
which the terms are applied mean railway equip- 
ment. The latest showing of the committee of the 
American Railway Association is that there are 
over 217,000 surplus cars rather evenly distributed 
throughout the various classes and groups. This 
is an exceptionally large surplus, and it is arous- 
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ing operating officers to some concerted action to 
prevent the surplus of idle cars from becoming even 
more serious than it is at present. 

A meeting was held on Wednesday in Chicago 
of operating officers to consider ways and means for 
getting rid of the surplus, or at least the disagree- 
able features of it. As the matter stands now, of 
course a great proportion of these idle cars are 
away from home and therefore subject to per diem, 
which the carriers in whose possession they now 
are naturally dislike to pay, while the owners do not 
care to have the cars sent home because they have 
nothing for them to do. What seems like a very 
sensible proposition was made, but it is under- 
stood that it did not meet with universal favor. 
This was for roads having numbers of idle cars to 
send them home by the short route, having first 
given notice that they were being so sent, and with 
thie expectation that this notice would act to do 
away with the payment of per diem during the time 
when the car was performing no actual service, but 
was on the way home. The plan, however, was not 
agreed to and a substitute was put into effect which 
may possibly succeed in relieving a portion of the 
difficulty, but cannot be expected to mitigate the 
Situation to any very great extent. 


COMPRESSION CHARGES REBATES? 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 

Arguments were made on January 7 in the com- 
plaint of Inman, Akers & Inman against the Atlantic 
Coast Line in which the complainants seek to force the 
carriers to quit paying compression charges at the At- 
lantic ports, on the ground that such payments, to big 
cotton dealers, who also own the cotton presses, are in 
the nature of rebates, because the compression is done 
after the contract of transportation is completed and 
after it is possible for the compressors, as shippers, to 
perform any service for the carrier. The arguments 
were made by J. C. Howard and M. P. Calloway. The 
former discussed the Pittsburgh beer case, in which the 
Baltimore & Ohio was forbidden to meet the competition 
of the Panhandle in the delivering of beer at the ware- 
house of a shipper, the Panhandle being unable to unload 
from its cars to the warehouse, while the Baltimore & 
Ohio had to pay the cost of drayage. 

The carriers in this case claim they pay compres- 
sion charges at the ports to meet competition. The com- 
plainants contend that inasmuch as the shippers who 
own the compresses have the privilege of compression 
at interior points for the same rates that are paid at 
the ports, the arrangement is obviously for the benefit 
of the big shippers at the ports. They bring their cotton 
soft to the ports, and after it has been unloaded from the 
ports they compress it. The complainants argue that the 
plan is obviously a scheme for the benefit of the big 
shippers, else why should they bring cotton uncompressed 
from the interior and compress it after the transporta- 
tion by rail has been completed? 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob. 
lems—and the Good Work 
They Have Done 


GEORGE W. KNIGHT. 


George W. Knight, traffic manager of the secretary's 
office of the Western Fruit Jobbers’ Association of Amer. 
ica, with headquarters in Denver, was born in Ottumwa, 
Ia., and educated in the public schools of that city. He 





GEORGE W. KNIGHT, 
Traffic Manager, Western Fruit Jobbers Association. 


entered railroad service as stenographer in the office of 
the Chicago, Rock Island & Pacific Railway Co. in 1900 
and served in various clerical capacities with the Rock 
Island and Frisco railways, both in the operating and 
traffic departments, promotions being regular and deserved 
On Jan. 1, 1908, he resigned as contracting freight agent 
with the Rock Island to engage in private business in 
South America, but returned to the States in 1911. He 
was appointed traffic clerk of the Western Fruit Jobbers’ 
Association and was advanced to traffic manager. He 
has been successful in securing equitable rates, rules and 
regulations for perishable freight handled by the mem- 
bers of the association, who are located in 126 of the 
principal markets of the United States and Canada. It 
has only beem necessary to take a few cases to the Inter- 
state Commerce Commission, but he has been successful 
in the cases presented. 
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‘URRENT TOPICS IN WASHINGTON 


“Pork” and Public Railways.— 
Under government ownership of rail- 
roads conditions as to rails and ties 
revealed in a recent wreck report by 
Chief Inspector Belnap would not be 
tolerated. Money earned in New 
England by reason of the industry 
of the New Englanders would be sent 
to that part of the South in which 
the wreck occurred. The 56-pound 
rails found in that track would be 
replaced with 90-pound rails. The annuai railroad appro- 
priation bill would assure such a distribution of the 
benefits of government ownership. Some New England 
or New York or [ilinois railroad that needed 110-pound 
rails while the littleused branch of the southern road 
rails while the little used branch of the southern road 
on which the wreck occurred was being put in A-1 con- 
dition for the two trains each way per day that use that 
branch. These are views that have been expressed here 
during the consideration of the Alaska railroad bill. 








Under government ownership improvements and ex- 
tensions would be made under the rule that prevails in 
the construction of the omnibus public building bill, the 
omnibus fish hatchery, the omnibus lighthouse and the 
omnibus river and harbor bill. There would be an 
equitable distribution of the “pork,” the equity being 
determined in each instance by the amount of political 
influence the member from a particular district could 
exert. Under such a system, it may be argued, com- 
munities in which there is much business, but the ma- 
jority of voters give little attention to politics, would 
have fine passenger stations, five or six times as large 
as needed, while a community devoted to much manu- 
facture would have no terminal facilities at all. Well, 
that is exactly the point intended to be made. Rural 
communities that have energetic ‘congressmen have fine 
rural delivery. Those which have representatives who 
devote themselves to large questions instead of picayun- 
ish politics have fewer rural mail delivery routes. There 
is no reason to think that if the government were owning 
and operating the railroad lines there would be any dif- 
ferent rules for the distribution of “benefits.” On the 
contrary, there is every reason to believe human nature 
would be the same. It would be hog nature—‘get all 
you can and squeal for more.” 


There is no doubt but that under private ownership 
the underlying reason for the construction of any road 
or branch thereof is the hope of profit. Railroad lines 
are built where it seems probable there will be tonnage 
to be hauled. Of course, if the government were depend- 
ent for its revenues upon the earnings of its roads, and 
no form of the taxing power could be used, government 
Ownership would result in lines where there is tonnage. 

A good many of these views have been brought out 
in Congress during the discussion of the Alaska railroad 
bill. For obvious reasons neither senators nor representa- 
tives have stressed the fact that the omnibus bills pro- 
viding for public buildings, fish hatcheries and things like 
that are made up with a view to placating the largest 
number of influential members. It would not do for them 
to admit that they distribute the public money in that 
way in deference to the popular feeling that he is the 
best congressman who gets most for his district. 

It should be patent to every human being that in a 
government of the American kind that is the only 
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method by which the distribution could be made. Con- 
gress never passes a single bill authorizing and direct- 
ing the construction of a public building at one place. 
Even if a committee favorably reported sucha bill it 
would be amended on the floor of the House so that in- 
stead of providing for one public: building the measure 
would provide for hundreds. 

Men responsible as heads of parties in control of 
the government long ago recognized the utter futility of 
undertaking to have public building bills considered on 
their merits. So, recognizing the fact, they began mak- 
ing up omnibus bills. When enough buildings had been 
decreed to assure a majority vote in the House, the bill 
has been brought in with a favorable report, and passed 
in a few hours. Members have made fights against 
such bills, but they knew before they began that they 
would be voted down. Unless the chairman of the com- 
mittee reporting the bill had made sure of the support 
of enough members to pass the bill he would not have 
brought it in. 

The same is true with regard to the rivers and har- 
bor bill. No measure of that kind is ever reported until 
enough members have been satisfied to assure its pas- 
sage. The more one thinks on the subject the less rea- 
son there is for calling attention to the absolute neces- 
sity for every appropriation bill framer seeing to it that 
a majority of members “get theirs.” 

Returning to the wreck before referred to. Under 
government ownership it would be possible to get through 
a bill to buy new rails and equipment for that branch 
line. Nobody would dare oppose a bill providing ma- 
terials to make travel on that branch reasonably safe, 
although everybody in the House and Senate knew that, 
as a business proposition, the branch was not entitled to 
the heaviest rails and best equipment. 

But a bill of that kind would go through because 
the case would be extremely exceptional. Where there 
would be one case of that kind there would be 5,000 in 
which no member would hesitate to attact his bill giv- 
ing new rails and equipment to a branch line in his own 
district. Then it would become a log-rolling proposition, 
with the member from one district helping the member 
of another get something, regardless of merits. 

Possibly, under government ownership, the manage- 
ment would be committed to the Interstate Commerce 
Commission or some body like that, or possibly to one 
cabinet officer having many assistants in control of dif- 
ferent branches of transportation. Fortunately politics 
have been kept out of the Interstate Commerce Commis- 
sion. The attempt of the. Commission to organize its 
work so as to relieve members of some of the work they 
have been forced to do has directed attention to the 
desirable places at its disposal. The appointment of 
Messrs. Wood and Hines at a salary of $5,000 each has 
drawn the attention of congressmen to the Commission, 
and the general understanding is that Commissioners 
have been urged to give places to constituents of sena- 
tors and representatives, almost regardless of the quali- 
fications of those urged upon them. 


‘The success of the parcel post, made possible by 
the fact that there were many men in the postoffice 
department who could do more work, and are now doing 
it, is not deemed a good criterion by which to judge of 
what would happen if the railroads were taken over. To 
take over the railroads means that he government would 
have to enlarge its forces to the extent of the number 
of men now employed on the railroads, because there is 
no government force engaged in that line of work. 
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Decisions of Interstate Commerce Commission 


»* NO FIXED OMAHA DIFFERENTIAL 


——.. 


CASE NO. 5655 (28 I. C. C., 680-687) 


OMAHA GRAIN EXCHANGE VS. CHICAGO, ROCK 
ISLAND & PACIFIC RAILWAY CO. 


Submitted Oct. 16, 1913. Decided Jan. 5, 1914. 

1. Upon complaint against one carrier and against the rates on 
grain from Omaha, Neb., to certain of its stations in 
Oklahoma; Held: That the Commission will not fix a uni- 
form differential basis, Omaha over Kansas City, to all 
Oklahoma destinations. 

2. Specific rates complained of not found to be unreasonable or 
unjustly discriminatory. 


Edward P. Smith and C. D. Sturdevant for com- 
plainant. 

W. F. Dickinson for Chicago, Rock Island & Pacific 
Railway Co. 

H. G. Wilson for Board of Trade of Kansas City, 
Mo., intervener. 

Edward Holland for Saint Joseph Board of Trade, 
intervener. 

W. S. Washer for Board of Trade of Atchison, Kan., 
intervener. 

R. G. Merrick for Atchison, Topeka & Santa Fe 
Railway Co., intervener. 

W. W. Miller for Missouri, Kansas & Texas Rail- 
way Co., intervener. 

F. C. Dumbeck for St. Louis & San Francisco Rail- 
road Co. and its receivers, interveners. 

J. M. Souby and J. R. Mills for Kansas City South- 
ern Railway Co., intervener. 


Report of the Commission. 
CLARK, Chairman: 

Complainant, a corporation composed of grain deal- 
ers and elevator operators, seeks a readjustment of 
rates on coarse grain and wheat from Omaha, Neb., to 
certain stations in Oklahoma. Defendant’s proportional 
rates from Omaha, applicable as reshipping rates upon 
traffic received by rail, are attacked as unreasonable 
per se and relatively discriminatory in violation of sec- 
tion 3, and certain rates are suggested for future reason- 
able rates. 

On hearing, the original charge of unreasonableness 
per se was virtually abandoned, the testimony being 
directed principally to the relation between proportional 
rates from Omaha and from Kansas City, Mo., to Okla- 
homa destinations and to the support of complainant’s 
demand for the establishment of a differential, Omaha 
over Kansas City, of 38 cents per 100 pounds on coarse 
grain, with rates on wheat uniformly 1 cent per 100 
pounds higher. The present rates from Omaha were estab- 
lished in September, 1912, and represent as to some 
stations increases over those previously in force. Com- 
plaint was brought on the theory that the Chicago, Rock 
Island & Pacific Railway, hereinafter designated Rock 
Island, had, at the instance of the Missouri, Kansas & 


Texas Railway, and perhaps of the Kansas City grain 
interests, withdrawn from Omaha an adjustment which 
it had enjoyed for several years. The end sought is t 
haye that adjustment restored. Upon study and analysis 
of the situation, the conviction was reached that there 
was no fixed or stable basis of rates to Oklahoma and 
that there should be a flat differential, which the Con 
mission is now importuned to establish. There has 
never been a fixed differential on coarse grain to Okla- 
homa, nor has there been a specific relation of rates, 
wheat as compared to coarse grain, the demand for a 
difference of 1 cent having its derivation in the belief 
of complainant that this relation prevails generally 
the West. This belief, however, is not confirmed by the 
evidence. 


There are upwards of 200 stations on the Rock Island 
in Oklahoma, of which but 34 are named in the com 
plaint. The rates to these 34 stations may, and probably 
do, furnish a guide to the proper adjustment to the re 
maining stations; but we must necessarily confine our- 
selves to the pleadings and, in the absence of complaint 
with respect thereto, can make no finding concerning 
the rates to such remaining stations. 


Omaha and Kansas City are important grain markets, 
which, as to traffic to Oklahoma, are served by numerous 
carriers other than the Rock Island; and none of th: 
other carriers are defendants herein. Determination of 
a fixed basis of rates from Omaha as compared with 
Kansas City must have consideration for the deserts of 
the several other carriers due to the positions they 
occupy, the measure of the rates via the different lines 
and many further factors which are not adequately dealt 
with in this proceeding, involving as it does the rat« 
of a single carrier to a few of its stations. In the cil 
cumstances we cannot undertake, on this record, t 
settle so broad a question as that of the differenti: 
relation of the two markets. 


Intervening petitions were filed by the Board « 
Trade of Kansas City, Mo.; St. Joseph Board of Trad 
of St. Joseph, Mo.; Board of Trade of Atchison, Kan 
Atchison, Topeka & Santa Fe Railway Co.; Missour 
Kansas & Texas Railway Co.; St. Louis & San Fran 
cisco Railroad Co. and its receivers, and Kansas City 
Southern Railway Co. These interests were all repre 
sented at the he&ring and were heard in opposition to 
any change in the existing adjustment. 


Former there were no proportional rates applicable 
from Omaha or Kansas City on this traffic. The local 
rates from Omaha on which the traffic moved were made 
approximately 7 cents per 100 pounds on wheat and 6 
cents per 100 pounds on coarse grain higher than the 
local rates from Kansas City, observing the St. ‘Louis 
rates to Oklahoma as maxima. Later the Missouri, Kan- 
sas & Texas Railway established from Kansas City a 
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line of proportional rates less than the local rates from 
that point, and thereafter the Rock Island adopted the 
same proportional rates from Kansas City to its junc- 
tions with the Missouri, Kansas & Texas in Oklahoma, 
and simultaneously established proportional rates from 
Omaha, preserving the same relation that obtained in 
the local rates. The proportional rates to the junction 
points were held by the Rock Island as maxima at inter- 
mediate stations until the flat local rates were reached, 
and to stations beyond the junctions with the Missouri, 
Kansas & Texas corresponding reductions below the local 
rates were made. Some of the rates so made from 
Omaha were less than 5% cents per 100 pounds higher 
than the rates from Kansas City; and as under the 
basis rates from Omaha were predicated upon 
the Omaha to Kansas City rate of 5% cents, plus the 
rates thence to Oklahoma destinations, the Missouri, 
Kansas & Texas demanded that the Rock Island increase 
its Omaha figures where they were less than 5% cents 
higher than Kansas City, the alternative being the res- 
toration of this difference by reductions in the Missouri, 
Kansas & Texas rates from Kansas City. Under these 
conditions the Rock Island, in September, 1912, increased 
its rates to various stations. The increased rates to 
the stations included in the complaint the rates previ- 
ously in foree to such stations, and the rates originally 
asked for by complainant being set forth in the table 
following, in cents per 100 pounds: 


general 


Rate on Wheat. Rate on Corn. 


For- Pres- Asked For- Pres- Asked 
Station mer. ent. for mer. ent. for. 
Medford ........s.-- 19 19 17 16% 16% 17 
Billing eiaew <4 x she% 21 21 18 18% 18% 18 
nid,  cdiditnice aan 21% 21% 19 19% 19% 19 
Ringwood .......... 22 22 19 19% 19% 19 
Okeene §.......2s0+. 23% 23% 21 20% 20% 21 
Watomit...0 cassuers? 2414 2442 22 21% 21% 22 
Apach® 3s csveneses 25 te 25% 23 23% 23% 23 
Lawton a a lid 26 27 24 24 25 24 
Walhtel ces cgs ccbovtc 26% 7 24 24% 25 24 
Tempigs, 23 tes. ck & 27 27 24 25 25 24 
Kinga | oa-os2 0% 22 22 19 20% 201 19 
GutchMiiCaiss+.cciasi 22 22 19% 20% 21 19% 
ChanQs cs ¢¢:wcave' 23 23 201% 21 21 204 
El BG oe cee: ta nee 22 23 20 20% 2 20 
Chicka <6... +«¥s 22% 24 21 21 23 21 
ANMGRERO .ciess cnc 25 25 22 23% 23 22 
Carn@Me « <s<ssess00 25 25 22 23% 23 22 
HODGES “edn b <ic.cne ve 25 26 23 23% 25 23 
Gramie Sek os eke 25 26 23 24 25 23 
Mangum <i.d 55 a5 25 27 24 24 25 24 
Waurike. stdccessss 25 25 22 24 24 22 
WilhUrege. c..sea ees 21 23 20 16 20% 20 
Hartshorne ..,.:..--. 22 23 20 19% 21 20 
Haileyville ......... 22 23 20 19% 21 20 
Pittsburg .......... 22% 23 201% 21% 22 201% 
Conlgite sndes4 ais ote 23% 24 21% 22% 2 21% 
Tishomingo ........ 24 24 21% 22%, 23 21% 
Rane vies «sons 24% 25 22% 22 23 22% 
ATGMINEE: Ssdcectcsns 25 25 22 23% 23% 22% 
McAlester ........s- 21 23 20 16 20% 20 
Holdenville .......-. 22 23 20 20% 22 20 
Shawnee ......+.-... 22 23 20 20% 22 20 
Oklahoma City 22 23 20 20% 22 20 


The record does not disclose the basis for the rates 
originally asked, some of which are higher than the 
existing rates, but, as we have seen, what is now de- 
manded is a complete readjustment of the Omaha-Kansas 
City relationship. 

The distance via the Rock Island from Omaha to 
Kansas City is 333 miles, and that via the Chicago, Bur- 
ngton & Quincy 194 miles. The rate via both lines is 
% cents per 100 pounds. The short-line distance from 
Omaha to points on the Missouri, Kansas & Texas in 
Oklahoma is through Kansas City, and this is likewise 
true to a large extent of Rock Island points in Okla- 
homa common with the St. Louis & San Francisco and 
the Atchison, Topeka and Santa Fe. The actual dis- 
tances via the Rock Island from Omaha to certain of 
the Oklahoma destinations involved, selected as repre- 
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sentative of defendant’s maximum and minimum hauls, 
the proportional rates on corn and the per ton-mile 
yield, are: 





Propor- 

Rock tional corn 
Island ratesper Rate per 
distance, 100 lbs., ton-mile, 
From Omaha to— miles. cents. mills. 
WN 5 ates coctwees 62 ¢ OL Tes web es 443 16% 7.44 
BS eats o-naie eps ent hci xatte wee 682 20% 6.00 
Ardmore 810 23% 5.80 
Waurika 632 24 7.59 
Mangum 665 25 7.51 
OI 2 ia Ko os el patos tnd ohaninl 535 21 % 8.00 


The law casts upon defendant the burden of proof 
of the reasonableness of the increased rates, and it was 
testified that the local rates from Omaha yield less per 
ton-mile revenue than is afforded the carriers under the 
basis prescribed by the Commission in Farmers’, Mer- 
chants’ & Shippers’ Club of Kansas vs. A., T. & S. F. Ry. 
Co., 12 I. C. C., 351, to apply from Kansas points to 
points in Texas. For illustration: The average distance 
from Wichita, Kan., to Texas group-3 points is estimated 
at 640 miles. The rate prescribed by the Commission is 
31 cents, and the resulting revenue per ton-mile 9.7 mills. 
The distance, Wichita to Fort Worth, illustrative of Texas 
group-1 points, is computed at 468 miles. The Commis- 
sion required’ the preservation of the previously existing 
differentials, group 1 under group 3 (group 4, as it was 
then known), and this resulted in a rate on grain of 27 
cents. The yield per ton-mile at this rate is 11.5 mills. 

Using the distances via the short line practicable 
routes, the present Omaha to Oklahoma points local 
rates, which are in some instances the same as, and in 
others higher than, the proportional rates to the same 
points, yield per ton-mile earnings varying from 6 mills 
for approximately 700 miles to 8.4 mills for 568 miles. 
Computed in the same way, the present local rates from 
Kansas City to Oklahoma destinations yield from 6.2 
mills for approximately 540 miles to 10.7 mills for 317 
miles. 

The mean distance via the short line practicable 
routes to the destinations with which we have to deal 
are from Omaha 583 miles and from Kansas City 416 
miles. The averages of the existing proportional rates 
on corn are from Omaha 22.1 cents and from Kansas 
City 17.3 cents. Such averages produce per ton-mile 
earnings of 7.05 mills from Omaha and 8.31 mills from 
Kansas City. These comparisons are pertinent because 
the rates prescribed by the Commission from Kansas to 
Texas apply through the state of Oklahoma over the 
same roads and through the same general] territory. 

The earnings from the proportional rates via the 
actual Rock Island routes are not stated in full; but 
defendant’s hauls from Omaha are longer than, and in 
some instances nearly double, those of the short lines. 
The Missouri, Kansas & Texas, the St. Louis & San 
Francisco, and the Kansas City Southern constitute the 
short lines from Kansas City, especially to central and 
eastern Oklahoma, hence the Rock Island is not the 
rate-making line from either Omaha or Kansas City. 

From Wichita, Salina, Mineola, Belleville and Colby, 
as selected typical interior stations on the Rock Island 
in the several sections of Kansas, defendant’s local rates 
on wheat and corn to the Oklahoma stations involved are 
stated in the record. These, if fairly illustrative of the 


local rate fabric from interior points, indicate that the 
local rates from Omaha and Kansas City are reasonably 
aligned. For example, the corn rates from Wichita, in 
the southeastern part of Kansas, and Colby, in the ex- 
treme northwestern part of the state, as compared with 
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the local rates from Omaha and Kansas City, are in 
cents per 100 pounds, as follows: 


To 
Okla- 
Mc- homa 
From— Medford. Mangum. Waurika. Alester. City. 
SE cs ce Pee ues > o 17 25 25 21 22 
mone CACY occ. il 22 23 17 17 
RNS ae 8% 15% 14% 15% Lé 
GE cea ees. poten see 17 25 25 21 22 


To Texas and to a considerable portion of Louisiana 
defendant and other carriers maintain from Omaha pro- 
portional rates on coarse grain which are, with substan- 
tial uniformity, 5% cents higher than the rates from 
Kansas City. To Arkansas the differential is 3 cents, so 
fixed as the result of competition with Illinois and Iowa 
grain moving via St. Louis, and to Memphis, Tenn., 
where the competition is still keener, the differential is 
1 cent. These figures are said to have been found essen- 
tial to enable western grain to enter the markets in 
competition with eastern grain. Like competition is not 
met in Oklahoma or in Texas. 

Both the old and new rates of the Rock Island pre- 
sent an irregular adjustment with respect to the differ- 
ences, Omaha over Kansas City; but the present figures 
are equivalent to the rates carried for a long time by 
the St. Louis & San Francisco, placing the "Rock Island 
on a substantial parity with the St. Louis & San Fran- 
cisco and other lines to common points in Oklahoma, and 
the rates to intermediate local stations and those beyond 
the junctions appear to be graded with due relation to 
the rates to the junctions. The fact that uniform dif- 
ferentials, one market over the other, are observed to 
other territories, while to Oklahoma points the differences 
vary, furnishes, of itself, no justification for a change in 
the Oklahoma rates; but this fact may have some bearing 
in determining whether or not the rates attacked are 
reasonable and non-discriminatory. ; 

Omaha draws its grain for the most part directly 
from the country, and is stated to be more nearly than 
any other a strictly primary market. ‘Kansas City is 
also a primary market; but it receives considerable 
grain from other markets, large quantities being pur- 
chased in Omaha. Complainant contends that Omaha 
should not be deprived of its natural advantage, and 
alleges that defendant’s increased rates wil] have a ruin- 
ous ‘effect, by forcing the business to Kansas City for 
reshipment. On the other hand, interveners on behalf of 
Kansas City, St. Joseph and Atchison testified that the 
effect of any lower differentials would be to stimulate 
traffic from Omaha at the expense of the lower Missouri 
River markets, cripple the business of these markets, 
and force some dealers at least to remove to Omaha. 
Whether either of these propositions is sound, the fact 
is that they are premised upon the maintenance of fixed 
differentials to Oklahoma territory in general, whereas 
the instant case concerns only the rates to a small group 
of Rock Island stations. In addition to this, it appears 
that the intervening markets have for some years done 
business in Oklahoma, and presumably with profit, on 
varying differentials, the range as to Rock Island sta- 
tions having been from 1 cent to 5% cents. 

Shipments to Oklahoma consist principally of corn 
and oats, the greater tonnage in corn being yellow or 
mixed corn for feeding and the lesser tonnage white corn 
for milling. 

The average corn crop of Oklahoma is from 90,000,- 
000 to 100,000,000 bushels. In 1906 it was 134,000,000 
bushels; in 1909, 94,000,000 bushels; 1911, 36,000,000 
bushels, and in 1912, 101,000,000 bushels. It is not estab- 
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lished that the rate increases have had a material efiect 
upon the movement from either Omaha or Kansas City; 
but crop shortages are shown to have had such effect, 
the tonnage of grain bought elsewhere decreasing in 
seasons of average or better crops in Oklahoma. 

Complainant relies to a large extent upon compari- 
sons made with rates produced by applying to the Rock 
Island direct-line distances, Omaha through McFarland, 
Kan., to destinations per, ton-mile earnings yielded by 
the present rates when applied to hauls, Omaha through 
McFarland to Kansas City, thence back through McFar- 
land to Oklahoma, a difference of 200 miles, and with 
rates produced by applying to the Rock Island direct- 
line mileages per ton-mile earnings yielded by the pres- 
ent rates when applied to hauls, Omaha to Kansas City via 
the short lines, thence via the Rock Island to Oklahoma 
destinations. Neither of the routes so used are cus- 
tomary practicable routes, and the hypothetical figures 
resulting are not acceptable tests of the measure of the 
rates under attack. If these routes were used, additional 
back haul and reconsigning charges would accrue; and 
it is not shown that any grain purchased in Omaha and 
shipped to Kansas City dealers finds an outlet to Okla- 
homa via defendant’s line from Kansas City. 

Market quotations at Omaha and Kansas City are 
extensively dealt with, and much is made of the advan- 
tage enjoyed by Omaha by reason of its ability to seu 
grain for less than like grain is quoted on the Kansas 
City market. However, there is no difference in the 
intrinsic value of like grain in the two markets, and it 
is not within our province to adjust rates merely to 
equalize market conditions. 

Reference is also made to elevation costs and switch- 
ing charges, which, in some instances, reduce the earn- 
ings of the carriers in connection with traffic from or 
moving via Kansas City, but the testimony with respect 
to these factors does not indicate that they have an im- 
porant bearing upon the issues before us. 

As all of the Omaha and Kansas City to Oklahoma 
carriers are not before us, and as we are not placed in 
possession of requisite information as to the relative 
extent, character and value of the services rendered by 
them in handling this grain, we express no opinion with 
respect to the desirability of, or justification for, a fixed 
differential basis, Omaha over Kansas City. 

On the whole record, it is our judgment that the 
rates attacked are not unreasonable or discriminatory 
to the extent of unlawfulness. 

An order of dismissal will be entered. 


“TO ORDER” RULE REASONABLE 


CASE NO. 5747 (28 I. C. C., 693-696) 
LUDOWICI-CELADON CO. VS. ATLANTIC COAST LINE 
RAILROAD CO. 


Submitted Oct. 5, 1913. Decided Dec. 1, 1913. 
Defendant’s rule providing that agents shall decline to receive 
shipments of freight ‘‘to order,” with directions to notify 
parties elsewhere than at destination points, not found to 
be wnreasonable or otherwise in violation of the act except 
in form. Rule required to be modified and filed with the 
Commission, if it is to be continued. 


O. M. Rogers for complainant. 


R. Walton Moore and Charles D. Drapton for de- 
fendant. 


Report of the Commission. 
BY THE COMMISSION: 
Complainant is a corporation engaged in the manu- 
facture of clay products, with headquarters at Chicago, 
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[ll., and a factory at Ludowici, Ga., from which it ships 
roofing tile in carload quantities. By complaint, filed 
April 28, 1913, it assails as unreasonable, unjustly dis- 
criminatory and unduly prejudicial a certain rule issued 
by defendant, embodied in a circular of instructions to 
freight agents on its lines but not filed with this Com- 
mission, which rule reads as follows: 

\gents will decline to receive shipments of freight ‘‘to 


order’ to notify parties residing elsewhere than at point to 
which shipment is made. (This does not apply on export 
shipments or on shipments of cotton, cotton linters, or regins.) 


The affirmative part of the rule has been in effect 
since 1884, and including the exception since 1903. The 
occasion which gave rise to this proceeding was the 
alleged refusal by defendant to accept for transportation 


a carload of roofing tile at Ludowici under a bill of lad- 


ing consigning the shipment to complainant at Bennetts- 
ville, S. C., with order to notify O. E. Hutchinson, Co- 
lumbia, S. C. The larger carriers in the Southeast gen- 
erally issue similar instructions to freight agents on 
their lines. It appears, however, that the instructions 
are not uniformly observed by any of the carriers. It 
does not definitely appear whether or not the shipment 
described in the complaint was refused by defendant 
as alleged or not. 

To support its allegation that the rule is unreason- 
able, complainant shows that in many instances ship- 
ments of roofing tile are made to be used by building 
contractors who are at the time engaged elsewhere than 
at the point of destination, or to consignees not residing 
at the point of destination; and it contends that in such 
eases it would be more convenient to shippers to have 
the arrival notice sent to the place where the consignee 
or party expected to receive the shipment resides or is 
at the time located. Complainant concedes, however, that 
it might not be advisable to require notice to be sent 
to consignees or other parties interested who may be 
located more than 100 miles from destination points; and 
this, notwithstanding the fact that Columbia, S. C., is 
more than 100 miles from Bennettsville, the point to 
which the shipment described in the complaint was con- 
signed. Complainant further concedes that if the rule 
were changed to exclude roofing tile from its operation, 
shippers of other commodities would be expected to in- 
sist on the exclusion of their traffic also. The case, 
therefore,. involves the question of the propriety of a 
rule under which carriers would be required to give 
notice to consignees or other interested parties at points 
other than points of destination. 

The rule in question is one of long standing, and 
defendant insists that it embodies a reasonable and 
proper regulation. Defendant felt the necessity of pub- 
lishing the rule along with other instructions to its 
freight agents, but it does not concede that such a rule 
was or is necessary to justify a refusal of shipments 
covered by bills of lading calling for notice to be given 
to consignees at points other than destination points. 
It is urged that to require notice to be given in the 
manner contended for by complainant would in many 
cases result in delay in releasing equipment, and thereby 
cause congestion at destination points; and that to 
limit such a requirement to points not over 100 miles 
from destination points would result in discrimination 
against shippers and consignees not within the 100-mile 
limit. 

It appears that traffic in the Southeast is handled 
largely on card waybills containing condensed informa- 
tion as to points of origin, car numbers, contents, desti- 
nations, consignees, etc., and it is insisted that confusion 
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would result from: any effort to show on such bills a 
notification point other than that of destination, and 
that liability to error as to destination points would be 
thereby increased. Defendant argues that the law places 
no duty on carriers to notify consignees of the arrival 
of shipments at other than destination points, and that to 
require defendant to establish a rule under which such 
notice must be given would be to place upon it an ex- 
traordinary service not required by law or demanded by 
any public interest. 

The exception contained in the rule as to export 
traffic appears to have been established because such 
traffic is usually promptly unloaded at the ports for de- 
livery to water carriers. The exception as to cotton, 
etc., grew out of a practice among cotton mills in New 
England when there were practically no cotton mills in 
the South, and a general office for a group of mills in 
a limited territory was considered as a central or com- 
mon destination point. The practice is not now followed, 
owing to the present method of handling cotton and the 
change in the method of manufacturing cotton piece 
goods. Defendant expresses willingness to withdraw the 
exception as to cotton, etc., as the reason therefor no 
longer exists. It insists, however, that there is no 
analogy between export and domestic traffic in respect 
to the application of the rule, and that roofing tile and 
other commodities embraced within its operation are not 
subjected to unjust discrimination, nor does any undue 
prejudice result to complainant or its traffic. 


A somewhat similar rule was embodied in the West- 
ern Classification more than 10 years ago, and is still in 
effect. As already stated, all the larger carriers of the 
Southeast issue similar instructions to their freight 
agents, though the circulars containing the same are not 
filed with this Commission. Defendant says that it has 
not understood there was any lawful obligation upon it 
to file such a rule or regulation with the Commission, 
and for that reason has not done so. It expresses willing- 
ness, however, to file circulars if the Commission should 
so require. 

We do not find from the record anything that would 
justify a holding that the effect of the rule in question 
is unreasonable; nor do we find that discrimination in 
any of the forms prohibited by the statute resulted from 
its operation to complainant’s injury because of the ex- 
ception therefrom of “cotton, cotton linters and regins.” 
To make an exception of roofing tile, however, would be 
to discriminate against other like kinds of traffic, and no 
circumstances or conditions of transportation, or of noti- 
fication, have been shown as peculiar to roofing tile 
which would differentiate that commodity from others 
of like nature to such an extent as to justify its excep- 
tion from the rule. 

The rule relates to and is of a character to affect 
interstate transportation of freight, and in order to 
secure its observance in a manner to prevent discrimina- 
tion the circular containing it should be filed with this 
Commission and the exception as to cotton should be 
eliminated. The defendant will be expected to so file 
the same, and in the future to observe it uniformly as 
to all shippers. The rule should not provide that agents 
will decline to accept shipments, as a common carrier 
must accept traffic offered to it. The rule may, however, 
provide that the carrier will not execute a bill of lading 
which contains a provision for notifying a person at a 
point other than the destination of the shipment. When 
such tariff shall have been properly filed, the complaint 
will be dismissed 








‘ 
f 
{ 


> eee 


OI nc AA Pa 


z 
no 


mes ¥ 


ae eee 


OITA EIT IN 


148 _ THE TRAFFIC WORLD 


NO PUBLISHED THROUGH RATE 


CASE NO. 5128 (28 I. C. C., 701-703) 
MERCANTILE LUMBER & SUPPLY CO. VS. ST. LOUIS 
SOUTHWESTERN RAILWAY CO. ET AL. 
Submitted Dec. 20, 1912. Decided Dec. 3, 1913. 

There was no published through rate for the transportation of 
hewn oak ties from Catron, Mo., to Chicago, Ul. Charges 
assessed, based on the sum of the intermediate rates, one 
factor of which was not on file with the Commission, found 
to have been unreasonable. Reparation awarded. 

W. J. Allen for complainant. 

Fred. H. Wood and Edward A. Haid for St. Louis & 
San Francisco Railroad Co. 

Roy F. Britton, S. H. West and Edward A. Haid for 
St. Louis Southwestern Railway Co. 

Report of the Commission. 

BY THE COMMISSION: 

Complainant is a corporation engaged in the whole- 
sale lumber business at Kansas City, Mo. By complaint, 
filed Aug. 30, 1912, it alleges that unreasonable charges 
were collected by defendants for the transportation of 
three carloads of hewn oak ties from Catron, Mo., to Chi- 
cago, Ill. Reparation is asked. This claim was first filed 
with the Commission March 22, 1912. 

In May, 1910, the complainant shipped from Catron, Mo., 
a local station on the St. Louis Southwestern Railway, to 
Chicago, Ill., three carloads of hewn oak railroad ties. They 
were routed by complainant via the St. Louis Southwest- 
ern Railway to Thebes, Ill., and thence to Chicago via 
the Chicago & Eastern Illinois Railroad. There was no 
published rate on hewn oak ties via the St. Louis South- 
western Railway from Catron to Thebes. This line hauled 
the ties to Parma, Mo., a distance of 7 miles, and delivered 
them to the St. Louis & San Francisco Railroad, via which 
road they moved to Thebes, and thence via the Chicago 
& Eastern Illinois Railroad to Chicago. The distance 
from Catron to Thebes via the St. Louis Southwestern 
Railway is 83 miles, and via the route shipments moved 
71 miles. 

The total number of ties shipped was 1,027 and the 
aggregate weight thereof 179,300 pounds. Freight charges 
thereon were collected in the total sum of $366.51, at a 
rate of 13 cents per 100 pounds from Catron to Thebes, 
matie up of 5 cents from Catron to Parma, and 8 cents 
from Parma to Thebes, and a rate of 13 cents per tie 
from Thebes to Chicago. The rate of 8 cents from Parma 
to Thebes was properly applied. An examination of the 
Commission’s files, however, fails to disclose any rate 
from Catron to Parma, and the charges collected for this 
haul appear to have been without tariff authority. 

No complaint is made of the rate from Thebes to 
Chicago, the complainant’s contention being that the rate 
applied from Catron to Thebes was unreasonable to the 
extent that it exceeded 8 cents per 100 pounds, which 
was the rate maintained by the St. Louis Southwestern 
Railway on oak lumber from Catron to Thebes at the 
time of these shipments. 

Prior to Jan. 8, 1910, the published rate on lumber, 
including oak lumber and hewn oak ties, from Catron to 
Thebes via the St. Louis Southwestern Railway, was 8 
cents per 100 pounds. On the above date the rate on 
hewn oak ties was canceled. The 8-cent rate on oak 
lumber was not canceled, however, and was in force at 
the time complainant’s shipments moved. On July 3, 
1910, the 8-cent rate on hewn oak ties was re-established 
and is still in force. In Signor Tie Co. vs. I. & G. N. R. R. 
Co., 21 I. C. C., 615 [Traffic World, Nov. 25, 1911, p. 907], 
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and in numerous other cases we have held that the rate 
on ties should not exceed the rate on lumber of the s:ime 
kind. 


The situation presented in this case is analogous to 
that disclosed in Samuels & Co. vs. St. L. S. W. Ry. (o., 
20 I. C. C., 646 [Traffic World, May 27, 1911, p. 939]. In 
that case, as in this, the initial carrier refused to forward 
a shipment via the route selected by the shipper becaiise 
there was no published rate via such route and forwarded 
it via another route in connection with which there was 
likewise no published rate. The charges collected thereon 
were found by the Commission to have been unreason- 
able to the extent that they exceeded a subsequently estab- 
lished rate via the route selected by the shipper, and 
damages were awarded accordingly against the initial line. 

Upon the record we find that the rate charged for tlie 
movement from Catron to Thebes was unreasonable for 
the service demanded by complainant to the extent that 
it exceeded the rate of 8 cents per 100 pounds in force, 
via the route selected by the shipper, before and after 
the shipmnts moved, and that the failure of the initial 
carrier to have in force a rate for the transportation ser\ 
ice demanded by complainant resulted in damage to com- 
plainant measured by the difference between the rate that 
should have been in force and the rate it was forced to pa) 

We further find that the complainant made the ship 
ments in accordance with the above statement of facts 
and paid charges thereon at the rate herein found unrea 
sonable; that complainant has been damaged to the ex 
tent of the difference between the amount paid and the 
amount it would have paid at the rate herein found rea- 
sonable, and that it is therefore entitled to an award of 
of reparation from the St. Louis Southwestern Railway 
in the sum of $89.65, with interest from Dec. 17, 1910. 

An order will be entered accordingly. 





ORDER. 

This case being at issue upon complaint and answers 
on file, and having been eduly heard and submitted »b: 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission ha\ 
ing, on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

It is ordered, That defendant St. Louis Southwestern 
Railway Co. be, and it is hereby, authorized and directed 
to pay unto complainant, Mercantile Lumber & Suppl) 
Co., on or before March 1, 1914, the sum of $89.65, with 
interest thereon at the rate of 6 per cent per annum from 
Dec. 17, 1910, as reparation on account of a rate charged 
for the transportation of 3 carloads of hewn oak ties from 
Catron, Mo., to Chicago, Ill., which rate so charged has 
been found to have been unreasonable, as more fully and 
at large appears in and by said report of the Commission 


NOT DUE TO MISROUTING 


CASE NO. 5282 (28 I. C. C., 703-706 
OHIO IRON & METAL CO. VS. CHICAGO, MILWAUKEE 
& ST. PAUL RAILWAY CO. ET AL. 


Submitted June 24, 1913. Decided Dec. 3, 1913. 


Certain demurrage and other charges incident to the trans 
portation of two carloads of scrap iron from Milwauke¢ 
Wis., to Portsmouth, Ohio, found not to have been due t 
misrouting by defendants, or otherwise in violation of lav 
Complaint dismissed. 


P. N. Collins and Abraham Block for complainant. 
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O. W. Dynes and C. A. Lahey for Chicago, Milwaukee 
& St. Paul Railway Co. 

|. S. Patterson for Chesapeake & Ohio Railway Co. 
and Chesapeake & Ohio Railway Co. of Indiana. 


Harry I. Allen for Elgin, Joliet & Eastern Railway Co. 


Report of the Commission. 


BY THE COMMISSION: 

Complainant is a corporation doing a brokerage busi- 
ness in iron and steel, with headquarters at Chicago, Ill. 
By complaint, filed Nov. 4, 1912, it assails as unjust and 
unreasonable certain demurrage, drayage and switching 
charges collected by defendants in connection with the 
transportation of two carloads of scrap iron from Mil- 
waukee, Wis., to Portsmouth, O., which charges are al- 
leged to have been due to misrouting of the shipments by 
defendants. Reparation is asked in the sum of $144.25. 
The claim was first filed with the Commission Dec. 27, 
1910. 

The shipments described in the complaint moved in 
May and June, 1910, and weighed, respectively, 55,100 
pounds and 66,200 pounds. On one of them charges were 
collected in the sum of $184.51, including $23 demurrage 
at Milwaukee, and $60 demurrage, $4 switching, and $5.51 
drayage, at Portsmouth. On the other charges were col- 
lected in the sum of $196.56, including $26 demurrage at 
Milwaukee, and $57 demurrage, $4 switching, and $6.62 
drayage, at Portsmouth. No complaint is made of the de- 
murrage charges at Milwaukee. 

The cars were forwarded from Milwaukee May 26, 
1910, consigned to the Andrew Steel Co., Newport, Ky. 
Complainant purchased the consignment from the original 
shipper, M. M. Broad & Co., and while the cars were in 
transit, or on May 27, 1910, directed the Chicago, Mil- 
waukee & St. Paul Railway to divert them to the Ports- 
mouth Steel Co., Portsmouth, O., but gave no instructions 
as to routing except that the shipments should be for- 
warded only at a rate of $3.40 per gross ton. Pursuant 
to these instructions, new bills of lading were issued on 
May 28, 1910, by the Chicago, Milwaukee & St. Paul Rail- 
way—routing therein being shown via “E. J. & E. and 
C. C. & L.”’—and a rate of $3.40 per gross ton inserted. 
The Chicago, Cincinnati & Louisville Railway, now the 
Chesapeake & Ohio Railway of Indiana, has no rails to 
Portsmouth, O., and the Elgin, Joliet & Eastern Railway, 
in order to provide routing through to destination, in- 
serted in its billing to the Chicago, Cincinnati & Louisville 
Railway routing via the Chesapeake & Ohio Railway as the 
delivering line. 

The tariff in effect at the time of the movement named 
a rate of $3.40 per gross ton, Milwaukee to. Portsmouth, 
applicable via the Chicago, Milwaukee & St. Paul, Elgin, 
Joliet & Eastern, Chicago, Cincinnati & Louisville and 
either the Chesapeake & Ohio, Norfolk & Western, or 
Baltimore & Ohio Southwestern as the delivering line. 
It did not indicate the industries or tracks to or upon 
which deliveries would be made under this rate, but pro- 
vided for the application of the rules and regulations of 
the individual carriers parties thereto with respect to 
switching, drayage, demurrage, etc. The Chesapeake & 
Ohio Railway had no individual tariff of this kind ap- 
plicable at Portsmouth at the time, but the switching tariff 
of the Baltimore & Ohio Southwestern showed the Ports- 
mouth Steel Co. at Portsmouth, O., on the tracks of the 
Baltimore & Ohio Southwestern and the Norfolk & West- 
ern. 

The Chesapeake & Ohio Railway has a freight ware- 
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house at Portsmouth, but its rails only reach South Ports- 
mouth, Ky., and traffic for Portsmouth, both carloads and 
less than carloads, is unloaded from cars to drays at 
South Portsmouth. The drays are ferried across the river 
to Portsmouth and all shipments are delivered at the 
freight warehouse. The actual location of the plant of 
the Portsmouth Steel Co. is at New Boston, O., about 4 
miles from Portsmouth proper, and the tariff that named 
the rate to Portsmouth also named a rate of $3.40 per 
gross ton to New Boston as a non-agency station. So 
far as appears from the record, the tariffs contained no 
information of the industries or delivery tracks at that 
point. Upon arrival of these shipments at South Ports- 
mouth, Ky., the consignee demanded delivery at its plant, 
and, as the Chesapeake & Ohio Railway could only accom- 
plish such delivery at additional cost, the shipments were 
refused by the consignee and remained undelivered until 
demurrage charges had accrued, as herevofore stated. 
Delivery was finally made upon instructions of the com- 
plainant by draying the shipments to the Baltimore & 
Ohio Southwestern tracks at a cost of 1 cent per 100 
pounds, and the performance of a switching service by the 
Baltimore & Ohio SouthweStern to the consignee’s plant 
at a cost of $4 per car. 

It is complainant’s contention that the Chesapeake & 
Ohio Railway should not have accepted the shipments for. 
delivery to a point not reached by its rails; that the Chi- 
cago, Milwaukee & St. Paul was negligent in not routing 
the shipments to insure delivery to the consignee’s plant 
without additional expense, and that the intermediate lines, 
in undertaking to furnish routing, should have done so 
via a route taking the rate prescribed by the shipper. 
It is a well-established principle that in the absence of 
tariff provisions to the contrary the transportation rates 
shown in a carrier’s tariffs to a given point include de- 
livery only on its own rails, and that shippers desiring 
delivery on the rails of another carrier ordinarily must 
bear the additional reasonable switching or transfer 
charges incidental to such delivery. The Chesapeake & 
Ohio Railway offered a rate to Portsmouth, O., but made 
no proffer in the tariff of delivery on other than its own 
terminal; and, as to this shipment, it tendered such de- 
livery, which was refused by the consignee. We are 
therefore unable, to find that this carrier was negligent 
or that it exceeded its legal rights in accepting and trans- 
porting these shipments. The instructions given by the 
shipper to the Chicago, Milwaukee & St. Paul Railway 
made no mention of a delivering carrier or the location 
of consignee’s plant. The carriers named by the initial 
line in its bill of lading and waybills were parties to the 
through rate of $3.40 per gross ton; and since it may not 
be fairly assumed that carriers must know where con- . 
signees desire deliveries of traffic consigned to them, there 
was no obligation upon the initial carrier in this instance 
to do more than consign the shipments via transportation 
lines parties to the lawful rate indicated by the shipper. 
As to an intermediate line accepting a shipment at a 
junction point without full routing to destination, the 
Commission has held that such line will be held responsible 
for any excess charges that may directly accrue from an 
error in forwarding the shipment to destination via any 
other than the cheapest available route. It is in evidence 
that while the Elgin, Joliet & Eastern secured from the 
shipper confirmation of the routing via the Chicago, Cin- 
cinnati & Louisville, it veluntarily inserted further routing 
via the Chesapeake & Ohio Railway for the reason that 
the Chesapeake & Ohio was at the time taking over the 
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line of the Chicago, Cincinnati & Louisville, and some 
tonnage was due the Chesapeake & Ohio from the Elgin, 
Joliet & Eastern in the regular interchange of tonnage 
between those lines. Nevertheless, some obligation rests 
upon the shipper in such matters. The Chesapeake & 
Ohio Railway does not reach New Boston, nor does it 
participate in the joint rates from Milwaukee to that 
point, and the difficulties here encountered would have 
been avoided had the shipments been consigned to New 
Boston. Having elected to consign them to Portsmouth, 
we think it was the shipper’s duty to have informed the 
carriers of the delivery required, and thus to have put 
them on notice as to the service demanded at the rate 
indicated. Having failed to do this, and the carriers 
having transported the shipments in accordance with the 
bill of lading contracts via a route taking the rate of $3.40 
per gross ton, and tendered delivery at an accustomed 
delivery point, our conclusion is, and we so find, that 
the allegation of misrouting is not sustained and that the 
charges collected are not shown to have been otherwise in 
violation of law. An order of dismissal will be entered. 


PETROLEUM RATE UNREASONABLE 
CASE NO. 5280 (28 L. C. C., 707-709) 
MARSHALL OIL CO. OF IOWA VS. CHICAGO GREAT 

WESTERN RAILROAD CO. ET AL. 
Submitted July 24, 1913. Decided Dec. 3, 1913. 


Rate of 22 cents per 100 pounds for the transportation of pe- 
troleum and its products from Marshalltown, Ia., to Kansas 
City, Mo., found unreasonable to the extent that it exceeds 
17 cents. Reparation awarded. 


J. H. Henderson and Dwight N. Lewis for complainant. 

J. G. Morrison for Chicago Great Western Railroad Co. 

W. H. Bremner for Minneapolis & St. Louis Railroad 
Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

Report of the Commission. 
BY THE COMMISSION: 

_Complainant is a corporation with principal office and 
factory at Marshalltown, Ia. By complaint, filed Oct. 30, 
1912, it alleges that defendants’ rate of 22 cents per 100 
pounds for the transportation of petroleum and its prod- 
ucts from Marshalltown to Kansas City, Mo., is unrea- 
sonable to the extent that it exceeds 17 cents. It seeks 
reparation upon past shipments and the establishment of 
a reasonable rate for the future. At the hearing com- 
plainant withdrew its complaint so far as the Chicago, 
Milwaukee & St. Paul Railway Co. is concerned, and that 
carrier took no part in the defense. 


For the transportation of petroleum and its products 
from Marshalltown to Kansas City defendants charge their 
fifth class rate of 22 cents per 100 pounds. The rate 
on the same articles from Kansas City to Marshalltown 
is 17 cents. The petroleum from which complainant’s 
products are manufactured is obtained from Pennsylvania, 
Kansas, Oklahoma, Texas and Louisiana. Complainant is 
a manufacturer and compounder of lubricating oils, greases 
and many of the articles that ordinarily take the petroleum 
rate. It has distributing plants at Kansas City, Mo., and 
Lincoln, Neb., and meets the competition of the Kansas 
City manufacturers throughout Kansas, Iowa and adjacent 
states. Complainant admits that it is somewhat handi- 


capped by reason of the fact that its works are remote 
from the sources of its supply of its crude materials, but 
urges that the railroads should not be permitted to add 
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to its natural disabilities by the maintenance of unjust 
rates. 

Complainant ships about 20 carloads of its products 
per year from Marshalltown to its Kansas City branch, 
generally in barrels, in box cars. Some of these ears it 
loads to upward of 62,000 pounds, but the loading of the 
cars upon which reparation is sought, so far as petroleum 
products are concerned, averaged 32,471 pounds, the heavi- 
est loading being 46,050 pounds. The carload minimum 
for this traffic, applicable to a standard box car, is 26,000 
pounds. 

Defendants assert that the rate of 22 cents from Mar- 
shalltown to Kansas City, as compared with the rate of 
17 cents in the opposite direction, is justified on the ground 
that there is a greater volume of this traffic and heavier 
loading of cars northbound than southbound; that most 
of the northbound traffic moves in tank cars loaded to 
60,000 pounds or more, whereas complainant’s shipments 
are generally in barrels and do not load so heavily per 
car. It appears from the record that the advantage in 
the heavier loading of tank cars northbound is, to a cer 
tain extent, offset by the empty back haul of that type 
of cars, while box cars may be reloaded from any point. 
Defendants did not furnish detailed information concern 
ing the extent of the northbound movement of petroleum 
products, but their witnesses testified that the movement is 
large. 

The short-line distance from Marshalltown to Kansas 
City (via the Chicago Great Western Railroad) is 279 miles. 
The rate of 22 cents produces revenue of 1.58 cents per 
ton-mile, and the rate of 17 cents revenue of 1.22 cents 
per ton-mile. The ton-mile earnings under the 17-cent 
rate are somewhat higher than certain rates on the same 
commodities that have been prescribed by the Commission 
in western territory. In National Petroleum Asso. vs. C., 
M. & St. P. Ry. Co., 14 I. C. C., 287, the Commission estab- 
lished a rate of 24.3 cents from Chicago, Ill., to Omaha, 
Neb., a distance of 493 miles. In National Petroleum Asso 
vs. M. P. Ry. Co., 18 I. C. C., 593 [Traffic World, June 25, 
1910, p. 860], the Commission prescribed a rate of 19 
cents from Coffeyville, Kan., to Memphis, Tenn., a distance 
of 469 miles, and a rate of 17 cents from Coffeyville to 
Omaha, a distance of 362 miles. 

Upon consideration of the facts of record, we are of 
the opinion, and find, that the defendants’ present rate 
of 22 cents per 100 pounds for the transportation of pe 
troleum and its products from Marshalltown to Kansas 
City is unreasonable to the extent that it exceeds 17 cents, 
and that defendants should be required to establish for 
the future a rate not in excess of 17 cents. We are further 
of the opinion that complainant has been damaged to the 
extent that it has paid freight charges upon basis of a 
rate in excess of 17 cents and that it is entitled to repara- 
tion accordingly. Complainant will be expected to prepare 
a statement showing as to each shipment from Marshal! 
town to Kansas City, upon which reparation is claimed, 
the date of movement, route, weight, car number and 
initials, rate charged, and the amount of reparation claimed 
This statement should be submitted, with the freight bills 
covering the same, to the defendants for verification by 
them. Upon receipt of a statement so prepared by com- 
plainant and verified by defendants, together with the 
billing, the Commission will take the matter up with a 
view to the issuance of an order of reparation. _ 

It appears from the record that certain of the ship- 
ments upon which reparation is sought moved over the 
Iowa Central Railway and the Wabash Railroad. The 
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lows Central is not a defendant. Prior to the filing of 
this complaint that road was purchased by the Minne- 
apolis & St. Louis Railway Co., which is a defendant, and 
the latter went into possession on Jan. 1, 1912, assuming 
all the assets and liabilities of the Iowa Central. Under 
these circumstances, as to shipments which moved via 
the Iowa Central, reparation will be awarded against the 
Minneapolis & St. Louis. Y 

An order will be entered at this time prescribing the 
maximum rate for the future in accordance with the con- 
clusions herein announced. 


ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendants, ex- 
cept the Chicago, Milwaukee & St. Paul Railway Co., be, 
and they are hereby, notified and required to cease and 
desist, on or before March 1, 1914, and for a period of 
not less than two years thereafter to abstain, from charg- 
ing, demanding, collecting or receiving their present rate 
for the transportation of petroleum and its products in 
carloads from Marshalltown, Ia., to Kansas City, Mo. 

It is further ordered, That said defendants, except 
the Chicago, Milwaukee & St. Paul Railway Co., be, and 
they are hereby, notified and required to establish, on or 
before March 1, 1914, upon notice to the Interstate Com- 
merce Commission and the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
period of not less than two years after said March 1, 1914, 
to maintain and apply to the transportation of petroleum 
and its products in carloads from Marshalltown, Ia., to 
Kansas City, Mo., a rate not in excess of 17 cents per 
100 pounds. 


CATTLE TO KENTUCKY 


CASE NO. 4901 (29 I. C. C., 18-27) 
ROCK SPRING DISTILLING CO. ET AL. VS. ILLINOIS 
CENTRAL RAILROAD CO. ET AL. 

Submitted Dec. 5, 1913. Decided Jan. 5, 1914. 


In a previous decision, 27 I C. C., 54, the Commission found 
that the rates on cattle from Bast St. Louis to Owensboro, 
Ky., should not exceed 15 cents per 100 pounds, with a 
minimum weight of 20,000 pounds; from Chicago, $32 per 
car. These rates were established by the defendants, ef- 
fective July 15, 1913. A rehearing was granted upon peti- 
tion of the carriers who sought to establish the propriety 
of a rate of $45 per car from East St. Louis and a rate of 
25 cents per 100 pee, minimum weight 20,000 pounds, 
from Chicago. Held: 

That with respect to the rate from Hast St. Louis the Com- 
mission adheres to the principle announced in the case of 
the Alton Board of Trade vs. C. & A. R. R. Co., and Fourth 
Section Application No. 1952 of the L. & N. R. R. Co., 28 
I. ©. C., 589, to the effect that a rate of $45 per car from 
East St. Louis to Owensboro, a distance of 204 miles, does 
not bear a proper relation to the rate of 15 cents per 100 
pounds, minimum weight 20,000 pounds, via the short line 
to Louisville. The order of the Commission in the original 
case is not changed in this regard. 

2 That the rate of $32 per car from Chicago to Owensboro 
should be changed to 18 cents per 100 pounds, minimum 
20,000 pounds, plus $2 per car bridge toll, which is the fifth- 
class rate between these points. 


Hines & Norman for complainants. 

A. P. Humburg for Illinois Central Railroad Co. 

R, A. Miller and J. R. Skillman for Louisville, Hen- 
derson & St. Louis Railway Co. 
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N..W. Proctor and E. H. Dulaney for Louisville & 
Nashville Railroad Co. 

Wm. W. Collin, Jr., for Cleveland, Cincinnati, Chicago 
& St. Louis Railway Co, and Chicago & Eastern Illinois 
Railroad Co. 

Report of the Commission on Rehearing. 
MEYER, Commissioner: 

On May 27, 1912, the Rock Spring Distilling Co. (a 
corporation), Milton Hamilton & Co. and the Owensboro 
Cattle Co. (copartnerships), located on the outskirts of 
Owensboro, Ky., filed a complaint with the Commission 
in which they alleged that the rates on feeder and fat 
cattle between Owensboro and Kansas City, Mo., East St. 
Louis, Ill., and Chicago, Ill., were unreasonable and dis- 
crimihatory as compared with the rates between the three 
last-mentioned points and Evansville, Ind., Cincinnati, O.., 
and Louisville, Ky. The rate on fat cattle from Owens- 
boro to New York City was also attacked as being un- 
reasonable and unjustly discriminatory as compared with 
the rates from Cincinnati and Louisville to that point. 
The prayer of the complaint was for the removal of the 
alleged discriminations and reparation on specific ship- 
ments in the amount of the difference between the rate in 
effect and the rate found reasonable by the Commission. 

A hearing of the complaint was had and the case 
submitted to the Commission without briefs and oral argu- 
ments. On May 6, 1913, the Commission rendered its 
decision in the matter and entered an order condemning 
the rates under attack from East St. Louis and Chicago 
to Owensboro, and prescribing reasonable maximum rates 
for a period of not less than two years after* July 165, 
1913; 27 I. C. C., 54. The rates so prescribed were as 
follows: From East St. Louis, Ill., to Owensboro, 15 
cents per 100 pounds, with a minimum carload weight of 
20,000 pounds; from Chicago, Ill., to Owensboro, $32 per 
carload. All the carriers which handle traffic between 
Owensboro and New York City were not made parties 
defendant to the complaint, and for this reason no order 
with respect to the rate to New York was entered. The 
Commission, however, stated that in its judgment the 
rate from Owensboro to New York City should not exceed 
the rate contemporaneously in effect from Evansville to 
New York City. No reparation was awarded. 

The defendants filed a petition for rehearing, which 
was granted, pending which they published and put into 
effect the rates prescribed by the Commission. 

The carrier mainly interested in this proceeding is 
the Louisville, Henderson & St. Louis Railway. Its track 
is situated south of the Ohio River, and for some distance 
follows the course of the river closely. Its main line ex- 
tends from Strawberry, Ky., on the east, to Henderson, 
Ky., on the west, a distance of 138 miles. It reaches 
Louisville on the east and Evansville on the west by 
virtue of trackage rights over the Louisville & Nashville 
Railroad. It also operates a branch line which extends 
from Irvington, Ky., on its main line, in a southwesterly 
direction to Fordsville, Ky., a distance of about 42 miles. 

Owensboro, the city in which complainants are lo- 
cated, is on the main line of the Louisville, Henderson & 
St. Louis Railway, a distance of 42 miles east of Evans- 
ville and 114 miles west of Louisville. The city is served 
by three carriers—the Louisville, Henderson & St. Louis 
Railway, the Illinois Central Railroad and the Louisville 
& Nashville Railroad. From East St. Louis the last two 
mentioned carriers reach Owensboro by means of branch 
lines. The short line between East St. Louis and Owens- 
boro is via the Louisville & Nashville from Hast St. Louis 
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to Evansville, and the Louisville, Henderson & St. Louis 


Railway from Evansville to Owensboro, a total distance 
of 204 miles. Via the line of the Louisville & Nashville 
the distance from East St. Louis to Owensboro is 364 
miles, and by the Illinois Central 354 miles. It will thus 
be seen that the only feasible route between Hast St. Louis 
and Owensboro is via the Louisville & Nashville in con- 
nection with the Louisville, Henderson & St. Louis Rail- 
way. There is no bridge across the Ohio River at Owens- 
boro. 


As was stated in our previous report, Owensboro is 
not a cattle market. The movement of cattle to and from 
Owensboro is incidental to the business of manufacturing 
whisky. The cattle are shipped into Owensboro lean, and 
fattened with the refuse of distilleries. The movement 
of cattle into Owensboro is governed by the time of the 
opening of the distilleries, and they are shipped out when 
the distilleries close. The markets in which the com- 
plainants purchase their lean cattle are Kansas City and 
Chicago. While lean cattle are not purchased at East St. 
Louis, the rate from this point to Owensboro is material 
for the reason that rates from Kansas City are made by 
combination on East St. Louis. When the cattle are fat- 
tened buyers for different packing companies inspect them 
at the distillery where sales are consummated. The com- 
plainants in this proceeding, therefore, do not pay the 
freight charges out of Owensboro, although it is claimed 
that in making bids for the fat cattle the buyers deduct 
freight charges to destination. Testimony on this point 
is somewhat contradictory. Chicago is the principal mar- 
ket to which the fat cattle are shipped, although of late 
years, it is said, some have been shipped as far east as 
New York. 

Below is given the rates in effect before and after 
July 15, 1913: 


From From 
Chicago. St. Louis. 
To Owensboro— 
re se Be RORR, ors sk be bde be socbeecine $ 0.25 2$45.00 
-. “SP te | Se ene 2 32.00 + 2B 
i EA sudo ew sbed vcksvavect ret isvec — ae 2 25.00 
i he 64s 's pettus Sgcs bm ihe + one's 13 115 2 .16 


‘Minimum weight, 20,000 pounds; cents per 100 pounds. 
2 Any size car; no minimum; dollars per carload. 
‘Plus $2 per car. 


The defendant Louisville, Henderson & St. Louis Rail- 
way Co., in justification of the rates which were pre- 
viously in effect, calls attention to the financial condition 
of its road. It points out that during the six years ending 
June 30, 1913, which are claimed to~be fairly representative 
of the entire period, its operation shows a deficit of 
$24,838. Previous to 1907 no depreciation was charged off. 
Since that year depreciation on equipment only has been 
charged to operating expenses. It is claimed that the 
rates in effect before this complaint was filed did not 
allow the company any return on the investment, neither 
did it enable it preperly to provide for depreciation. Be- 
cause of this unsatisfactory financial condition, it is argued, 
the Commission should allow this company to charge at 
least the rates which were previously in effect. 

With respect to traffic from East St. Louis which 
moves over the Louisville & Nashville Railroad in con- 
nection with the Louisville, Henderson & St. Louis Rail- 
way, complainants contend that since the Louisville, Hen- 
derson & St. Louis Railway is owned and controlled by 
the Louisville & Nashville, we should look beyond the 
results of operation of the Louisville, Henderson & St. 
Louis for a correct view of the financial situation. This 
was denied by the defendants, who stated that there is 
no community of interest between the two companies. 
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Complainants further argue that the lack of prosperit; of 
the Louisville, Henderson & St. Louis Railway cannot 
justify discrimination against Owensboro, or the placiug 
of an undue burden upon the movement of cattle. 

Defendants claim that the rates prescribed in our 
report virtually make Owensboro an Ohio River crossing 
when for rate-making purposes it should be treated like 
a point situated 42 miles south of the river. They em- 
phasized the different conditions prevailing in the territor) 
north of the Ohio River as compared with the territory 
south of the river. They argued that the Louisville, Hen 
derson & St. Louis Railway is located in a sparsely settled 
territory, where the density of traffic is light and the 
population small; that there is active water competition 
on the Ohio River between Louisville and Evansville whic), 
compels it to divide a considerable portion of its loca! 
traffic with the boat line, and that the establishment of 
Ohio River crossing rates at Owensboro is an undue 
hardship. 

Numerous statistical exhibits were introduced by d 
fendants tending to illustrate a great degree of dissimi 
larity in conditions south of the river as compared with 
the territory north of the river. These it is not necessary) 
to discuss in this report. 

The defendants also point out that the haul between 
points of origin and Ohio River crossings is in all in 
stances a one-line haul, while to Owensboro it is a two 
line haul. This, the carriers contend, entitles them to 
something in addition to the Ohio River crossing rate. 

Complainants, on the other hand, point out that the 
haul from East St. Louis to Owensboro is chiefly north 
of the Ohio River; that the short-line distance from East 
St. Louis to Louisville is 271 miles via the Southern Rail 
way as compared with 205 miles to Owensboro, and that 
this difference in distance of 66 miles is sufficient to 
compensate defendants for whatever difference there may 
be between the accepted level of rates north and south 
of the river. With respect to traffic from Chicago, the 
distances to Louisville and Owensboro are about equal, 
and as only 42 miles of the entire haul to Owensboro is 
south of the river, it is argued that this difference in th« 
level of rates in the two territories is not sufficient to 
condemn the rate to Louisville as a measure of the rea 
sonableness of the rate to Owensboro. 

While there is active competition on the Ohio Rive! 
between the boat lines and the Louisville, Henderson & 
St. Louis Railway, it is claimed that for a number of rea 
sons Owensboro does not have the benefit of this com 
petition with respect to cattle. The rate by water is said 
to be higher than the rail rate on both inbound and out 
bound shipments.’ By water the shipper of inbound cattk 
from the points of origin named in this complaint would 
be obliged to unload them from the cars at Evansville 
and drive them to boat landings for loading. When they 
are unloaded from the boat at Owensboro he must drive 
them to the distillery pens, located on the outskirts of 
the city, from 2 to 4 miles from the boat landing. Fat 
cattle would have to be handled in the same manner. 
Furthermore, fat cattle cannot be driven any considerable 
distance without shrinkage in weight, and for these rea- 
sons it is obvious that the outbound movement would not 
be by boat even if the rate were the same. It is clear 
that water competition has not depressed the rates on live 
stock to and from Owensboro. 

The defendants depreciate our comparison of car-mile 
earnings for the hauls between the points of origin and 
Owensboro, Evansville and Louisville. They state that 
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Commission has used short-line rates to Ohio River 
sings, fixed by roads operating in the more competitive 
itory north of the river as a standard for the Owens 
oro rates of the Louisville, Henderson & St. Louis Rail- 
operating entirely south of the Ohio River. They 
ie that any comparison of this nature should be made 
veen points practically the same distance from each 
yher, in the same general territory; and that if this had 
) done the comparison would have developed that the 
earnings to Owensboro are only slightly greater than 
other roads in the same territory for equal hauls. 

s they illustrate by the following table: 


CATTLE, CARLOAD LOTS. 


Barn- 

From Dis- Rate ings pe: 
insville, Ind., tance, per car-mile, 
to— Railroad Location, miles. car. cents. 
S00, Ta ss és ics the, BE einen 43 $16 37.2 
shaw, Ky..... 1. Be ee Cs wees cee i4 20 46.6 
ensboro, Ky..:..L. H. & St. L. Ry..... 42 20 47.6 


Below is another table which defendants contend in- 
licates that Owensboro is fairly treated with respect to 
ies from East St. Louis when compared with other 
ints in Kentucky situated a like distance from East St. 


Louis: 
CATTLE, CARLOAD LOTS. 

Earn- 
From Distance, Rate ings per 
East St. Louis, Ill., to— miles. per car. mile, cts 
OMS TS. cela visa bn oR ore ko Ra ace 207 $45.00 21.7 
Hata als > badass chs 2 as0ecees deka 208 42.00 20.1 
CBee a MS Ni Seca SaceRmeseee 210 38.00 18.0 
mo, Ky Raul whe de @aote weal Sue Dab ate 206 46.75 22.7 
Ch i ade s-Goae 6x o bw Beer ke 205 40.00 19.5 


To show that with respect to rates from Chicago and 

st St. Louis Owensboro is favorably situated as com 

pared with other distilling points in Kentucky located a 

similar distance from an Ohio River crossing, defendants 
bmit the following table: 





ou Ex - 
ae ao” a 2 
_o =“2 =~" 
Sm os _ a 
9 £ bes ior 
To “~ os a O56 
Sed 8%. Ske 
Eo a + a 2 
SSS ela eos 
@nBée $=8 £S0 
Q fa jo} 
hio River crossings 
Cincinnati, Ohio ..... ii eaith yuan a eat Pie $30 $30 
LOGON Ms ciksconcssees Re ee 2 30 32 
ws Ws orcs Joe cesk pawns é aus 25 30 
Points south of river: 
CORE RSS ok ideas és c's crown ebanes 42 45 50 
SE ile Ses A acu ae ak 32 45 50 
OPE Ree, By 6 ck ce bec ebb aceeccaze 42 47 42 
COG Ss TE 6 -< 0c svn k sp eh hens’s 52 47 42 
GER BBS) otbiccctheeepwes new ee 47 42 
Atientumvsine, ALY. 650k oh a ee ted 14 47 42 
POC, Ig ee .. 5O 47 42 
Greemeriar, Ky. 22.0.2. sees sieecne 47 42 
FRE, I 5 os ok oats eee Bird 36 47 40 


The defendants call attention to the fact that the 
handling of cattle is more expensive than ordinary traffic. 
They say that an expensive terminal service is furnished 
at Owensboro which is not necessary with respect to other 
ommodities. This service was discussed in our former 
report. It is also argued that loss and damage claims 
should be especially considered in fixing the rate. The 
Chicago & Eastern Illinois is said to have paid 3.9 per 
‘ent of its revenues received for the transportation of 
attle in settlement of such claims during one year. The 
ree transportation of a caretaker, unloading for feeding, 
nd compliance with quarantine regulations are additional 
ervice not required in the handling of other freight. 

The complainants point out that for many years pre- 
ious to 1909 the rate on cattle from East St. Louis to 
Owensboro was 15 cents per 100 pounds, the same as is 
in effect now by virtue of the Commission’s order in this 
case; and that this rate voluntarily maintained for so 
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long a period must. be presumed to be not unreasonably 
low. The conditions affecting the rate have not changed, 
and the terminal expense at Owensboro is the same. 

The average revenue per ton per mile for all railways 
in the United States on live stock for which these figures 
are available is 12 mills, while the average from all freight 
is 7.5 mills, the revenue on cattle being about 60 per 
cent greater than the average. For the states through 
which traffic moves from East St. Louis to Louisville 
(Indiana, Illinois and Kentucky) the average for all 
freight is 6.5 mills; adding 60 per cent produces a revenue 
of 10.4 mills. The present rate of 15 cents affords the 
Southern Railway, the short line, a revenue of 11 mills 
per ton-mile for a haul of 271 miles. This, it is argued, 
is a full rate when it is borne in mind that 271 miles is 
more than the average haul upon which the statistics 
above noted are compiled. For the haul .to Evansville, the 
Louisville & Nashville Railroad receives a per ton-mile 
revenue about 90 per cent greater than the average revenue 
from all kinds of freight, and the complainants contend 
that this rate should be shrunk in order to give Owensboro 
the benefit of the same rate. 

The rate of 15 cents per 100 pounds from Hast St. 
Louis to Owensboro affords the carriers a per ton-mile reve- 
nue of 14.7 mills, which is more than double the revenue 
received from all kinds of freight in the territory through 
which the traffic moves. The rate proposed by the car- 
rier, $45 per car, yields a revenue of 22 mills per ton- 
mile, which is about 135 per cent greater than the revenue 
from all kinds of freight in the group of states to which 
Kentucky belongs. 

As suggested above, the complainants point to the 
fact that the cattle which move to Owensboro are lean 
and of low grade, and are therefore entitled to lower rates 
than fat cattle. The rate to Louisville of 15 cents per 100 
pounds contemplates the movement of fat cattle, and there- 
fore Owensboro is fairly entitled to the benefit of this 
rate on its shipments of feeders. In support of this con- 
tention they refer to the decision of the Commission in 


Investigation of Alleged Unreasonable Rates on Meats, 


23 I. C. C., 656, 663, reading as follows: 


The Commission has recently held, after careful considera- 
tion, that rates in effect to the principal markets of consump- 
tion upon fat cattle should not apply to stock cattle, and that 
the stock-cattle rates should not exceed 75 per cent of the beef- 
cattle rate. Investigation and Suspension Docket No. 55, 23 
I. C. C. 7. Since the rates prescribed in this proceeding were 
intended primarily to cover the movement of fat cattle to the 
packing.house, there is no apparent reason why the above hold- 
ing should not apply here. We are of the opinion that rates 
on stock cattle ought not to exceed 75 per cent of the rates 
prescribed by us for the movement of beef cattle. 


The defendants state, however, that it is not cus- 
tomary in territory east of the Mississippi River to make 
rates on stock cattle on this basis. They claim it prevails 
in territory west of the Mississippi River, where live 
stock constitutes an important movement and where the 
carriers receive long hauls both in and out bound, The 
Louisville, Henderson & St. Louis Railway has only a 
short haul from Evansville to Owensboro, and must there- 
fore assess a relatively higher charge. It shoud be borne 
in mind, defendants contend, that the rates asked for 
in the previous proceeding were based on rates to Evans- 
ville, Louisville and Cincinnati, to which points the rates 
on fat and lean cattle are the same. 

The rate proposed by the carriers, $45 per car, from 
Jast St. Louis to Owensboro, involves a violation of the 
fourth section when compared with the rate of 15 cents 
per 100 pounds from East St. Louis to Louisville, Owens- 
boro being an intermediate point. The Commission has 
had this general situation before it in a recent case, the 
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Alton Board of Trade vs. C. & A. R. R. Co., and Fourth 
Section Application No. 1452 of the L. & N. R. R. Co., 28 
Il. Cc. C., 589 [Traffic World, Jan. 3, 1914, p. 4], wherein 
we said, at page 593: 

The short line from Alton to Louisville is via the Chicago, 
Peoria & St. Louis Ry. and Southern Ry., the distance being 292 
miles. From East St. Louis the Southern Ry., 271 miles, is the 
short-line route. Via the Louisville & Nashville and Louisville, 
Henderson & St. Louis Ry. the distances from Alton and East 
St. Louis to Louisville are 340 and 319 miles, respectively. The 
Alton-Louisville rate was established by other lines than the 
Louisville & Nashville, and has been for a long time maintained. 
The reute via the Louisville & Nashville is somewhat circuitous, 
but this carrier meets the rate of the Southern Ry., the short 
line to Louisville, in order to secure part of the traffic. Thus 
its maintenance of the lower rate to Louisville is brought about 
by competitive conditions. It would therefore seem that there 
is justification for carrying lower rates from Alton to Louisville 
than the rates concurrently applicable on like traffic to certain 
of the intermediate stations, but it appears that the Louisville 
& Nashville and its connections are carrying the lower rates 
to Louisville for a haul 340 miles in length, the Southern Ry. 
and its connections have the same rates for a distance of 292 
miles, while the rates to the intermediate points, Henderson 
and Owensboro, af distances from Alton of 196 and 226 miles, 
are higher. The rates to the intermediate points named do not 
bear that reasonable relationship to the rates to the long-dis- 
tance point, as made by the short line, which they should. We 
are of the opinion that the rates from Alton to Henderson and 
Owensboro and intermediate stations west thereof should not 
exceed the rates concurrently applicable from the same point 
of origin to Louisville, Ky. 


The finding of the Commission in the case just noted 
we think applies with equal force to the rates on cattle 
between East St, Louis and Owensboro. The short-line 
distance is 271 miles via the Southern Railway, for which 
it receives 15 cents per 100 pounds. Via the Louisville 
& Nashville and the Louisville, Henderson & St. Louis 
the distance is 319 miles. The distance from East St. 
Louis to Owensboro is 204 miles, for which the carriers 
propose to charge $45 per car. We do not think that this 
rate for a distance of 204 miles bears a proper relation 
to the rate of 15 cents for the haul of the short line of 
271 miles. Our order of July 15, 1913, can, therefore, not 
be changed with regard to the rate from East St. Louis. 

The attention of the Commission was called to an 
apparent error in prescribing a rate of $32 per car from 
Chicago, Ill., to Owensboro, as compared with a rate of 
15 cents plus $2 per car, to Louisville. It will be seen 
that on a car of 26,000 pounds, for instance, the charge 
to Owensboro would be $32 for a distance of 329 miles 
via two lines, while to Louisville via one line the charge 
on the same car would be $41 for a distance of 306 miles. 
This error resulted from misunderstanding regarding the 
rates in effect at the time the order was made. 

The complainants believe they are entitled to the 
Louisville rate from Chicago, 15 cents per 100 pounds plus 
$2 per car, because the distance to Owensboro is prac- 
tically the same as to Louisville and the cattle which 
move to Owensboro are feeders. 


Effective Nov. 12, 1904, the rate on cattle from Chi- 
cago to Owensboro was 18 cents. Live stock is not classi- 
fied in Official Classification, but reference is made therein 
to the tariffs of individual carriers for rates. The Chicago 
& Eastern Illinois Railroad Co. on that date published a 
class and commodity tariff applicable to traffic from Chi- 
cago to Owensboro. This tariff was governed by the 
Official Classification. The exceptions to the Official Clas- 
sification on that date provided for the fifth class rate, 
18 cents, on cattle between these points. This 18-cent 
rate was continuously in effect until Jan. 13, 1908, when 
the Chicago & Eastern Illinois canceled its tariff and re- 
ferred for rates to a tariff (I. C. C. A-3) published by agent 
Fulton. This agency tariff carried a rate of 18 cents, 
fifth class, between Chicago and Owensboro, but was gov- 
erned only by the Official Classification, no exception sheet 
having been filed. Therefore the class rate was not avail- 
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able to shipments of cattle. The rate in effect betw 
Jan. 13, 1908, and May 5, 1909, was made by combina! ion 
on Evansville, 15 cents from Chicago to Evansville, pius 
$20 per car from Evansville to Owensboro. On May 5, 
1909, agent Fulton published a specific commodity rate 
of 25 cents per 100 pounds between these points, which 
rate was in effect until the effectie date of our order, 
July 15, 1913. 

The complainants argue that it is unusual to maintain 
a commodity rate that is higher than the class rate for 
the same traffic, but the defendants contend that in many 
instances commodity rates are higher. In connection wiih 
this it is to be observed that the very purpose of a con 
modity rate is to remove the commodity from the classi 
fication for special treatment, which could not be accorded 
to it at all, or only with difficulty, under the classification 
The classification generally imposes the highest rate which 
a particular commodity should bear under normal con 
ditions. A commodity rate which is higher than the class 
rate is an abnormality which on its face requires special 
justification. We do not believe that the record in the 
instant case provides such a justification. 

From the evidence before us in this proceeding it does 
not appear that any new conditions have arisen since the 
fifth class rate of 18 cents was in effect on cattle between 
these points. A rate of 18 cents, which is 3 cents higher 
than the rate to the Ohio River crossings, is ample com 
pensation for the two-line haul involved, especially when 
the difference in distance is only 23 miles and the class 
of cattle shipped to Owensboro is of a lower grade than 
those shipped under the 15-cent rate to Evansville and 
Louisville. In addition to the 18-cent rate, carriers will 
be allowed to charge $2 for bridge toll. Our order pre 
viously entered in this proceeding will be modified in 
accordanee with the findings herein. 


We appreciate the financial diffictlties of the Louis- 
ville, Henderson & St. Louis Railway. If it does not now 
secure fair divisions of joint through rates from other 
carriers, it can appeal to this Commission for relief 
However, it must be apparent that the need of revenu 
of one of a, number of participating carriers cannot be 
taken as the sole measure of the rates to be established 


as reasonable maximum rates on traffic to and from points 
on its line. 


Some inquiry was made by the Commission with r« 
spect to the contemporaneous existence on the same rail 
way of flat per-car rates on cattle and rates expressed 
in cents per 100 pounds. No answer is found in the record 
When all shippers get the use of cars of the same siz 
the dollars-per-car system of quoting rates is obviously 
not unjustly discriminatory. It must be equally obvious 
that discrimination must result when the loading capaci 
ties of the respective cars differ. A system which provides 
reasonable minimum weights for different sizes of cars 
and expresses the rate in cents per 100 pounds would 
generally appear to be preferable over a flat-rate dollars 
per-car system, irrespective of the size of the car. This 
feature may advantageously engage the attention of the 
carriers. 


Supplemental Order. 


This case being at issue upon petition for rehearing. 
and having been duly reheard and submitted by the parties, 
and full investigation of the matters and things involved 
having been had, and the Commission having, on the date 
hereof, made and filed a report containing its findings 





Januar, 


of ict 
hereby 
It 
g, 1918 
it is h 
It 
ants, ¢ 
hereby 
before 
two y 
collect 
earioa 
ent Tré 
report 
A 
their 
notifis 
1914, 
and t 
and | 
Act 1 
than 
apply 
Chicé 
exceé 
weig! 
toll, 
repo! 


1. Al 
LUN 


St. 


ciat 


ASs 


CL 


pre 
sag 
Me 
iga 
ani 


na 
Tl 


ra 
vi 











January 24, 1914 





of ‘act and conclusions thereon, which said report is 
hereby referred to and made a part hereof: 

it is ordered, That the prior order herein, date May 
¢. 1918, in so far as it conflicts with this order be, and 
it is hereby, rescinded. 

It is further ordered, That the above-named defend- 
ants, as their various routes may run, be, and they are 
hereby, notified and required to cease and desist, on or 
before March 1, 1914, and for a period of not less than 
two years thereafter abstain, from charging, demanding, 
collecting or receiving for the transportation of cattle in 
carloads from Chicago, Ill., to Owensboro, Ky., their pres- 
ent rates of $32 per car, which rates are found in said 
report to be unreasonable and unjustly discriminatory. 

And it is further ordered, That said defendants, as 
their various routes may run, be, and they are hereby, 
notified and required to establish, on or before March 1, 
1914, upon notice to the Interstate Commerce Commission 
and to the general public by not less than five days’ filing 
and posting in the manner prescribed in section 6 of the 
Act to regulate commerce, and for a period of not less 
than two years after said March 1, 1914, to maintain and 
apply to the transportation of cattle in carloads from 
Chicago, Ill., to Owensboro, Ky., rates which shall not 
exceed 18 cents per 100 pounds, with a minimum carload 
weight not exceeding 20,000 pounds, plus $2 per car bridge 
toll, which rates and minimum weight are found in said 
report to be reasonable and non-discriminatory. 


LUMBER FROM ARKANSAS 





1. AND S. DOCKET NO. 282 (28 I. C. C., 1-17) 
LUMBER RATES FROM POINTS IN ARKANSAS, LOU- 
ISIANA, MISSOURI, OKLAHOMA AND _ TEXAS, 
ALSO FROM MEMPHIS, TENN., TO POINTS IN 

IOWA AND OTHER STATES. 

Submitted Dec. 10, 1913. Decided Jan. 5, 1914. 
Proposed increased rates on lumber from southwestern points 
in northern states found to have been justified and order of 
suspension vacated except as to rates on yellow pine and 
hardwood lumber to Sioux City, Iowa, when from points 
on the Kansas City Southern and St. Louis & San Fran- 
cisco railroads. 

J. M. Souby for Kansas City Southern Railway Co. 

Fred G. Wright for Missouri Pacific Railway Co. and 
St. Louis, Iron Mountain & Southern Railway Co. 

J. W. Allen for Missouri, Kansas & Texas Railway Co. 

J. S. Kirkpatrick for Ingham Lumber Co..and asso- 
ciated. protestants. 

J. H,. Townshend for Memphis protestants. 

G. F. Thomas for Arkansas Southern Manufacturers’ 
Association. 

Report of the Commission. 
CLARK, Chairman: 

This investigation involves the propriéty of certain 
proposed increased rates on lumber from points in Arkan- 
sas, Louisiana, Missouri, Oklahoma and Texas, also from 
Memphis, Tenn., to points in Illinois, Indiana, Iowa, Mich- 
gan, Minnesota, Missouri, North Dakota, South Dakota 
and Wisconsin, as published in agent Leland’s tariff I. 
C. C. No, 988, to have become effective July 17, 1913. 

Through rates from the producing territory involved 


have hitherto been constructed, for the most part, on 
combinations of intermediate rates to and from Cairo, 
Thebes and East St. Louis, Ill, or St. Louis, Mo., the 


rates up to these gateways being published in the indi- 
vidual tariffs of originating carriers. Some of the latter 
tariffs have been in effect for many years; certain of them 
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were issued prior to the promulgation of the Commission's 
rules governing the issuance of tariffs, to which they do 
not conform. A practical necessity for the reissuance of 
these tariffs has long existed, but, instead of reissuing 
their various individual tariffs, respondents, with a view 
probably to economical publication, as well as convenience 
of reference and uniformity of rates, decided upon publish- 
ing one single tariff which should incorporate all the rates 
named in the tariffs of the various initial carriers. After 
much delay such consolidation is attempted in agent Le- 
land’s tariff here under suspension. The tariff is volumi- 
nous and names about 5,000 points of origin and approxi- 
mately 7,000 points of destination. It provides about 35,- 
000,000 rates and is not restricted to the mere republica- 
tion of rates carried in the old tariffs, but includes also 
a revision of rates and territorial groupings. 

Protests were filed against the proposed increased 
rates by a few individual shippers and by commercial 
organizations representing other shippers, as a result of 
which we felt constrained to suspend the operation of the 
tariff. Subsequent to such suspension, and before the 
hearing, it developed that some of the increased rates, 
against which specific protests had been made, result from 
publishing joint through rates which exceed the sums of 
the intermediate rates applicable through the various gate- 
ways mentioned. Respondents disavow any intention of 
establishing joint rates higher than the lowest available 
combinations, and say they will check out and eliminate 
from the tariff by supplement all such rates. 

The proposed increased rates apply chiefly from points 
on the Kansas City Southern Railway and the St. Louis 
& San Francisco Railroad, hereinafter called the Frisco. 
Antedating this proceeding, the Kansas City Southern, by 
supplement No. 46, to its tariff I. C. C. 1945, proposed to 
be superseded by agent Leland’s tariff here under sus- 
pension, had sought to increase the rate from group 1 
points on its line to Des Moines, Ia., for the purpose of 
putting Des Moines on a parity with Omaha, Neb. That 
schedule was suspended by our Investigation and Sus- 
pension Docket No. 240, in which a hearing was had in 
July last. Before we could dispose of that case agent 
Leland’s tariff carried forward, together with all other 
rates in the Kansas City Southern tariff, the suspended 
rate to Des Moines. At the suggestion of the Commission 
the Kansas City Southern withdrew the rate involved in 
Investigation and Suspension Docket No. 240. The record 
in that case has been stipulated into the instant case and 
will be considered as a part thereof. 

The promised elimination of all joint rates which ex- 
ceed the sums of intermediate rates has apparently left 
but two protestants, and their objections are limited to the 
proposed increased rates from points on the Kansas Cjty 
Southern and Frisco roads. These we shall proceed to 
consider; first, as to the Kansas City Southern: 

The lumber involved is of two principal kinds—yellow 
pine and hardwood. The area of production of yellow 
pine on the Kansas City Southern extends from Neosho, 
Mo., to Port Arthur, Tex. The points of production are 
divided into five groups, as follows: Group 1, Neosho, 
Mo., to Page, Okla., inclusive; group 2, Fogels spur, Okla., 
to Vandervoort, Ark., inclusive; group 3, Hatton, Ark., 
to De Queen, Ark., inclusive; group 4, Prairie Oil & Gas 
Co. spur, Ark., to Wilton, Ark., inclusive. South of the 
last-mentioned point the entire line is in group 5. Re- 
spondent’s tariff applies common rates on all lumber of 
domestic production except butternut, cherry, holly and 
walnut.. The tariff establises specific rates from groups 
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1 and 5. Rates from groups 2, 3 and 4 are made by the 
addition of differentials group 1 rates as follows: yroup 
2, 1 cent; group 3, 3 cents, and group 4, 5 cents. 

The production of yellow pine in groups 1, 2, 3 and 4 
has materially decreased in recent years. It is a “cut- 
over region.” The present supply is mostly in group 5. 
The quantity of yeHow pine produced in groups 1 to 4, 
inclusive, is small as compared with that produced in 
group 5 and is said to be not more than 1 per cent of 
the entire production in the South. The center of pro- 
duction of yellow pine on respondent’s line has moved 
south in the last 10 years from Leesville, La., to De Ridder, 
La. Very little is shipped to northern territory from points 
north of Page. 

The increases are general from points in group 1 to 
{, inclusive, although respondent’s witness demurs to any 
suggestion that the changes indicate a horizontal advance. 
As to destinations, the proposed increases are principally 
to points in Missouri north of the Missouri River and in 
Iowa, with relatively fewer changes to points in the other 
states named. 

A witness for the protestant against the proposed 
increased rates on yellow pine from points on the Kansas 
City Southern and Frisco railroads submitted statistics 
designed to show the relative number and general amount 
of the proposed increases from points on the Kansas City 
Southern, by taking every fifth destination point shown 
in Leland’s tariff and adding thereto the more important 
stations which would not have been included under the 
arbitrary method of selection. The points of origin cov- 
ered by the exhibit are group 5 points: age, Okla., and 
Waldron, Bates, Cove and King, Ark. The total number 
of destination points shown is 728. Witness summarizes 
the data as follows: 


te- In- No 

From ductions creases change. 
Page, Okla VP — pea dleln oles 16 610 102 
Cove, Ark. .. ; “rr peer gs: 598 114 
Waldron and Bates, Ark. ............. 16 608 104 
King, Ark beabbe aor pak lp ae: ae 598 115 
Group-5 points ... iievleeve beled s wae 22 34 672 


Increases varying from one-half cent to 3.3 cents are 
proposed from practically all points in groups 1, 2, 3 and 4. 
In the more extensive group 1 about 42 per cent of the 
increases are in the sum of 1 cents per 100 pounds, and 
this is perhaps a fair average of all proposed increases 
from these groups. 

Some of the lines extending northward from the pro- 
ducing territory involved reach not only St. Louis and 
other gateways to the eastward, but also Kansas City to 
the westward. Several of the roads serving the destination 
territory involved likewise reach both the eastern and 
western gateways. The situation makes for equal rates 
through the Kansas City and St. Louis gateways. 

To the destination territory, rates from group 5 are 
usually made on the Thebes and Cairo combinations, while 
the rates from the four upper groups are made with re- 
lation to rates carried by other lines from competitive 
producing territory. It is stated that the present rates 
from groups 1 to 4 are the result of severe competitive 
conditions, particularly so in respect to rates from group 
1 points which were originally made in competition with 
what is known as the Leeper-Grandin district, and the 
territory on the Kansas City, Fort Scott & Memphis Rail- 
road,.now a part of the Frisco, east of Springfield, Mo., 
and from the territory in southeast Missouri and northeast 
Arkansas, particularly the territory just north of Little 
Rock, Ark., on the St. Louis, Iron Mountain & Southern, 
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hereinafter called the Iron Mountain, and St. Louis So 
western, hereinafter called the Cotton Belt, roads. 

Formerly the competition from group 1 was lar; 
with Grandin and Birch Tree, Mo., in the Leeper-Grai 
district. The Grandin mill, one of the largest of its ki 
has been removed to West Eminence, Mo., while the 
at Birch Tree has been abandoned, these changes resulti 
from the fact that the timber has been practically 
hausted. Respondent asserts that competition from 
sources mentioned is less keen than formerly and t! 
rates of other carriers from that district have been 
creased in recent years, while it has not been able 
increase its rates in equal ratio. It asserts that its rai 
on yellow pine are abnormally low and that it now desi! 
to raise them to the normal level on traffic from the r 
and present sources of competition. 

In support of its claim that rates from produ 
points on its line are relatively low compared with point 
on the line of competing carriers which are also respon 
ents in this case, respondent compares its group 1 rat 
to Des Moines, as a typical point, with rates from statio1 
on the Cotton Belt, on the Iron Mountain, and on | 
Chicago, Rock Island & Pacific, hereinafter called 
Rock Island. It shows that Neosho, Mo., the first stati: 
in group 1, is 174 miles from Kansas City and 395 mil 
from Des Moines; that Page, Okla., the last station 
group 1, is 339 miles from Kansas City and 560 mile 
from Des Moines. The present rate from group 1 poin 
to Des Moines is 18% cents; the proposed rate is 19 
cents. Randalls, on the Cotton Belt, is 147 miles fri 
St. Louis, the gateway, and 490 miles from Des Moines 
and the rate is 19%4 cents. Brinkley, Ark., 335 miles fri 
St. Louis and 678 miles from Des Moines, and the ra 
is 22% cents. There is no grouping of points on | 
Cotton Belt, but the rates increase as the distance 
creases, and it is pointed out that, measured by distan 
Randalls, with a rate of 19% cents to Des Moines, wou 
fall within group 1 on the Kansas City Southern, fro 
which group the proposed rate is 19% cents. Brinkl 
118 miles farther distant from Des Moines than the mo 
distant station in group 1, takes a rate of 22% cents, 
compared with 19% cents, proposed from group 1. 

Allenville, on the Iron Mountain, is 145 miles fro 
St. Louis and 485 miles from Des Moines. The ‘rate 
19 cents as compared with the proposed rate of 19! 
cents from Page to Des Moines, a distance of 560 milé 
Nettleton, Ark., on the Iron Mountain, is 274 miles fro! 
St. Louis and 614 miles from Des Moines; the rate is 22! 
cents as compared with the proposed 19%-cent rate fron 
Page. Kensett, Ark., also on the Iron Mountain, is 
miles from St. Louis and 672 miles from Des Moines; th: 
rate is 23% cents as compared with proposed rate of 19! 
cents from group 1 points and 211% cents from the mo: 
distant point in group 2, which is 623 miles from De 
Moines. 

Respondent also compared the rate of 24% cents fron 
Mansfield on the Rock Island with that of 19% cent 
from Howe, Okla., in its group 1. The Rock Island, how 
ever, in order to hold traffic to its own line carries 
over a circuitous route through Oklahoma and Kansas 
The distances from Mansfield and Howe are not fairl) 
comparable. The Rock Island rate is much higher than 
the Kansas City Southern rate, and if it is influenced b) 
competitive conditions it must be from points other than 
those in group 1 on the Kansas City Southern. 

The principal purpose of the proposed increased rate 
is said to be to effect an alignment of rates as between 
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pr ducing points on respondent’s line and producing points 
on competitive lines. It is also contended that the dif- 
ference’ in rates between groups 1 and 5 is too small. 
The present rates from group 1 have been in effect for 
a number of years. It is asserted that durff~ this time 
raies from group 5 have been increased, but that rates 
from the other groups have not been increased to the 
saine extent. 


The tariff under suspension not only increases the 
raies On hardwood from group 1 points, which, as we have 
seen, are applicable to all lumber of domestic production 
except butternut, cherry, holly, and walnut, but it is pro- 
posed therein to break up the present grouping so far 
as it applies to hardwood. The proposed regrouping on 
hardwood lumber is as follows: Group 1, Neosho to Noel, 
Mo., inelusive; group 2, Wye, Ark., to Westville, Okla., 
inclusive; group 3, Barren Fork, Okla., to Morris Ferry, 
Ark.; group 4, Winthrop, Ark., to Ashdown, Ark., inclu- 
sive; and south of the latter point, group 5, from which 
the rates on hardwood and yellow pine are the same. No 
change is proposed in the basis from group 5 on either 
ellow pine or hardwood. 

In the proposed regrouping of points from which hard- 
vood is shipped the first 70 miles in present group 1 
extending from Neosho to Westville is divided into groups 


| and 2. Proposed group 3 is 209 miles long, or 54 miles - 


longer than the present group 1. As has been noted, the 
present group rates grade up toward the south, group 2 
rates being higher than group 1 rates, and so on. The 
effect of the proposed regrouping of points with respect 
to hardwood is to give to all the points proposed to be 
put in group 2 and to all points proposed to be put into 
group 3 relatively higher rates than they now have, they 
being at present all included in group 1. Some points 
now in group 4 are proposed to be put into group 3 and 
given relatively lower rates. 

The natural inquiry is, What particular effect, in 
addition to the general increase in rates, does the re- 
grouping have on the hardwood traffic? The result may 
be brought down to a close view by some specific com- 
parisons, which, for practical purposes, will be made of 
the present rates from Stillwell and Marble City, Okla., 
now in group 1, but which under the proposed changes 
will fall into group 3; De Queen, now in group 3, which 
will remain in group 3 as proposed; Horatio, Ark., which 
is now in group 4, but within the proposed group 3: 


Present 
rate on Pro- Pro- 
yellow posed posed 
pine and rate rate 
‘a hard- yellow hard- 
 To— wood, pine. wood. 
Sioux City, Iowa, from 
ES CRN arch oa a oan yt viy 0 ¥ Canin we 22 25 28 
es eet SU. . ds eu e-s0c cueee wae 22 25 28 
ee RE AR ke 8k. ce wate bbws 25 28 28 
(SEE, ed Pelee 6 ou 0p as Sue LE OTS 27 28 28 
Des Moines, Iowa, from 
ES ss bec wie tv ne ooren 18% 19% 21 
eS MO. ee Ve aevhss vewee 18% 19% 21 
Se ON a. ww win ow alighhdure wie wakes 21% 23% 24 
ds a cals cs cae een 23% 251% 25 
Mason City, Iowa, from— 
RE, MR ads no wl ihe 20.4 0 sini 'e Nie 24 25 28 
pee Cee Ms het eos eda Sees 24 25 238 
OO SS ee ae ee 27 28 28 
POT, ARES dik cc us wowace Cc awboese ot 29 30 28 


The destination points shown are taken from respond- 
ent’s exhibit, in which, its witness states, the changes 
shown are representative of the increases proposed to all 
destination territory covered by the tariff. The increased 
rates shown in the comparison appear to fairly represent 
the maximum increases so far as they have been brought 
to our attention, and it is not deemed necessary to ex- 
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tend the comparisons to greater length. They sufficiently 
show, we believe, the effect of the proposed regrouping 
of hardwood lumber producing points. It will be observed 
that throwing group 1 points into group 3 would have 
the effect of increasing the rates on the hardwood lumber 
over those proposed on yellow pine. All points now in 
group 3 would remain in that group and would, of course, 
be relatively unchanged. Points in group 4 brought within 
group 3, while still affected by the general increase, would 
not be increased in the same ratio as points in groups 
1, 2 and 3. It is pertinent to remark, however, that 
respondent shows that from November, 1911, to September, 
1912, but few cars of hardwood moved from groups 3 
and 4 as at present defined, and the apparent showing 
of parity between the increases in rates on hardwood 
from these groups as compared with yellow pine is with- 
out practical significance. 

The production of hardwood on respondent’s line is 
chiefly in the upper groups, and the center of production, 
unlike that of yellow pine, has remained practically station- 
ary for some years past. The production is said to be rela- 
tively small compared with the total production in adjacent 
competitive territory and has amounted to but little in 
recent years. The volume of the movement is less even 
than that of yellow pine. A statement of all shipments 
for each alternate month from November, 1911, to Sep- 
tember, 1912, inclusive, shows for the months stated a 
total of 389 cars. The distribution, according to present 
and proposed grouping, is indicated by the following table: 


Pro- 

Present. posed 

oD ae Pe ee rire yee re 187 4 
CTE sn pce dol DRAPES ACe Ss aod -s das 0 Fh obo toncents 22 12 
OP ee Oy OE eT PERE Ce LUT TE 58 221 
OY ae bee nee a er 24 11 
CRG Ee nse FS 0 Fn ce n'e Whi S Ry cig OS are Deid aH 6 woes 6% 98 98 
PURER oo eon 50 o cc Roc.c Hath Oa tL 2 De EAS OREN Oe 5 389 ‘ 389 


As stated, no change is proposed in the basis of rates 
from group 5 either on yellow pine or hardwood, but 
there are a few changes in particular rates. The table 
indicates how the bulk of the hardwood tonnage now in 
group 1 would, by the proposed regrouping, be thrown 
into group 3. Hardwood produced on this respondent’s 
line is immediately competitive with that originating on 
the lines of other respondents operating in the eastern 
part of the state of Arkansas, which is recognized as a 
hardwood district. There is some production in eastern 
Oklahoma, but the competition is not potent. 

The hardwood lumber from points of origin on re- 
spondent’s line, destined to Iowa and other northern 
markets, moves on joint through rates via Kansas City, 
which rates are controlled by the combinations through 
Thebes, Cairo, St. Louis, or East St. Louis. The reasons 
advanced by respondent in justification of the proposed 
regrouping and increased rates on hardwood lumber may 
be said to resolve themselves into two distinct proposi 
tions: First, that the rates should, as with yellow pine, 
be so aligned as to bring them up to a parity with rates 
from competitive territory on other lines, particularly 
with the rates on lines of carriers hauling hardwood lum- 
ber from the district in eastern Arkansas. Second, that 
the transportation of hardwood lumber from points on 
respondent’s line consists of finished lumber and products 
from manufacturing mills, instead of rough lumber from 
the sawmills, as in the case of yellow pine. Respondent 
urges that the sparsity of hardwood on ils line does not 
commercially justify the location of mills in the timber, 
but necessitates hauling the rough material in to be milled 
at a few central points. It avers that it renders con- 
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siderable extra service in the hauling of logs to these 
mill points at rates which are not fairly remunerative, 
and contends that the regrouping will result in only a 
fair average rate on the total movement of hardwood 
from the originating territory on its line and ‘will put 
its shippers on a parity with those from other and com- 
peting sections. 

Respondent submitted statements of tonnage and 
earnings on its lumber traffic for the year ending June 
30, 1912, and for the 11 months ending May 31, 1913, which 
shows the following: 


1912. 

Tons Mills per 
Commodity. earried. Percent. ton-mile. 
ON ad Sak bi wc eee cedeweeds 766,359 23.04 5.7 
eT a. od 6 on nin oc a panne 81,475 2.45 5.9 
Ties, posts, logs and piling....... 75,713 2.28 7.3 

1913 (11 Months). 
. Tons Mills per 
Commodity. earried. Percent. ton-mile. 
III. thawere so die ccd ctiowe 919,541 25.46 6.2 
Ce NE is osreb s opie 60 cle oe 88,894 2.37 6.0 
Ties, posts, logs and piling ..... 136,626 3.78 7.9 


The transportation of forest products on the Kansas 
City Southern in 1913 constituted about 33 per cent of 
its aggregate freight tonnage. Its tonnage for 1913 shows 
a material increase over 1912, and its per ton-mile revenue 
for the same period increased one-half mill, or from 5.7 
mills to 6.2 mills. The line of this respondent is, for 
Statistical purposes, grouped with those in the western 
district of the United States. The comparison of the 
per cent of tonnage in forest products to all tonnage on 
its line, and of its per ton-mile earnings on this com- 
modity with the tonnage and per ton-mile earnings of 
other carriers in this district, as well as for the country 
generally, is shown in the following table, in which the 
reports of respondent for the fiscal years 1912 and 1913 
are compared with the general statistics for 1911, the 
latter not being available for the fiscal year 1912: 


PER CENT OF ALL TRAFFIC AND PER TON-MILE REVE- 
NUD ON FOREST PRODUCTS. 


Per-ton- 

Per cent mile 

of all revenue, 

traffic. mills 

Kansas City Southern, 1912.................... 28.95 5.75 
Kansas City Southern, 1913 ................... 33.02 6.20 
I I en 0.5 Gk cide eas da oe eb envi acc 18.74 7.20 
a os 1. oe Riedie «ots io eer ee so 10.88 6.60 


‘The comparison shows that notwithstanding the in- 
crease for the last year, respondent’s per ton-mile earn- 
ings are still below the general average of carriers in 
that section of the country and even below the average 
for the United States. 

With respect to proposed increased rates from points 
on the Frisco, it is stated that a check of the tariffs 
which are proposed to be canceled by Leland’s tariff, 
which is under suspension, disclosed different and vary- 
ing rates from certain territory north of the Arkansas 
River. In lining up rates from these points it was neces- 
sary to increase some while reducing others. It is stated 
that the changes in rates on yellow pine are aligned 
with the rates of other carriers and that the changes 
in rates on hardwood will generally effect a reduction. 
From: some of the originating territory on the Frisco no 
joint rates were published prior to the issuance of Leland’s 
tariff. The establishment of joint rates may have re- 
sulted in the publication of some rates in excess of the 
sums of intermediate rates. Some criticism was made 
by protestant of the rate to Liberty, Mo., increased from 
15 cents to 21 cents. Respondent asserts that the rate 
was originally established in error; that Liberty is just 
outside of Kansas City and should be on the same basis 
as Kansas City. 
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Protestants against the proposed increased rates 
yellow pine introduce with respect to the Frisco an 
hibit similar to the one relating to increases on the K 
sas City Soythern. The exhibit shows changes propo 
in the rates from Moyers and Bokhoma, Okla., and fr: 
stations Hope to Ashdown, Ark., inclusive. The desti: 
tion points number 433. Witness for protestant su: 
marizes the proposed changes as follows: 


Re- In- } 
From— ductions. creases. chang 
MaPere, Cs. oon 5 64s ces eb PURa bc er ances = 432 
BOREAS, DN es sek Boeck avec e ered 6 395 
Hope to Ashdown, Ark., inclusive..... 10 1 422 
. 


The increases vary from one-half cent to 6 cents 
a fair average would probably not exceed 1% cents. 

It is said that no increases are proposed in the tariff 
under suspension in any lumber rates from points on 
the Iron Mountain, and that the only increased rates 
proposed from points on that line apply to agricultural 
implement wood from five points of origin in Oklahoma 
to 31 points of destination. The witness for this respond- 
ent avers that there are numerous reductions on lumber 
and articles taking lumber rates which aggregate about 
99 per cent of the changes made from points on that line 

The principal hardwood producing territory on the 
Iron Mountain in Arkansas lies east of its line from 
Moark, Ark., through Little Rock to Texarkana. Rates 
are made on combination through Thebes, Cairo, St 
Louis o r Hast St. Louis. No increases, respondents’ wit- 
ness states, have been made in its rates on hardwood 
lumber unless in the establishment of new joint rates 
it may have happened in a few instances through error 
or inadvertence that they exceed the combination of in 
termediate rates. It is pointed out that rates on hard- 
wood from representative points on this line to Sioux 
City, Ia., show material reductions. 

Witness for respondent Rock Island and its short- 
line connections states that where any changes are made 
from points on those lines they represent, as a whole, 
reductions from the old rates. Some changes result from 
the establishment of joint rates on the basis of the sum 
of the intermediate rates. Rates from western Arkansas 
and Oklahoma to points west of the Mississippi River are 
said to be reduced on an average from 1% cents to 6 cents. 
This was necessary in order to compete with cross-coun- 
try stations located on the Kansas City Southern. Some 
slight increases on hardwood were made from eastern 
Arkansas points to Sioux City, due to the fact that joint 
rates were brought up to the combination of intermediate 
rates via Thebes, Cairo and St. Louis, the factor north 
of the gateways having been, increased some time ago 
from one-half cent to 2% cents. Witness for this re- 
spondent asserts that all of its joint rates are intended 
to be constructed on the basis of the lowest combination 
in effect. 


The Atchison, Topeka & Santa Fe originates little or 
no hardwood lumber in the territory involved. The only 
protest relative to any increased rates from Santa Fe 
points was brought by a St. Louis protestant in connection 
with the cancellation of through joint rates from points 
on the Louisiana & Arkansas Railrgad. Respondent says 
this was done through inadvertence, points out that the 
route is circuitous, and on this account joint rates are 
not called for, but expresses a willingness, nevertheless, 
to observe the Commission’s wishes in the matter and, if 
desired, to re-establish the joint rates. : 

Aside from the cancellation of these through joint 
rates, it is said that there are no increased rates from 
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Sania Fe points, but that there are thousands of reduc- 
tio. s. Prior to the issuance of Leland’s tariff the Santa 
fe had no through rates from what is described as its 
originating territory in Oklahoma, but observed the Texas- 
Louisiana rates as maxima. In the new tariff through 
rates are establisked from points on this line in groups 
2 and 4 which are less than the Texas rate, also less than 
the combination of intermediate rates. 

Only two witnesses appeared to protest against the 
increased rates. They represented only the protestants 
who object to the proposed increased rates on yellow pine 
from points on the Kansas City Southern and Frisco. 
These protestants are either owners or part owners of 
mills at Blocker, Tex.; Waldron, Bates, Cove, Womble 
and King, Ark., and at Page, Moyers and Bokhoma, Okla. 
Waldron, Bates, Cove, King and Page are all on the 
Kansas City Southern in groups 1, 2 and 3; Moyers and 
Rokhoma are on the Frisco in group 3; Womble is. on 
the Iron Mountain, and Blocker is on the Marshall & 
East Texas Railroad, both the latter being in group 5: 

One of these witnesses who was the only protestant 
appearing at the proceedings in Investigation and Sus- 
pension Docket 240, and who, as he was the only pro- 
testant offering testimony, may be deemed the principal 
protestant in this proceeding, stated that, other than the 
mills he represented, there were none operated in groups 
|, 2 and 2 on the Kansas City Southern or the Arkansas 
& Western “that amount to anything” and that his mills 
were the only ones in these groups that would be affected 
by the proposed rates. The product of these mills, in- 
cluding the output of a mill which is handled for another 
party at Hatfield, Ark., in group 2, is about 1,350 cars 
per annum. The only other mill on the Kansas City 
Southern of which protestant has any knowledge pro- 
duces OM an average as much as one of his own mills, 
and together they represent the total mill interests in 
the northern groups on the Kansas City Southern. Pro- 
‘estant ships about 100 cars per month from the mills in 
group 5 and about 200 cars per month from all other mills. 
He ships about 250 cars per year to Des Moines, of which 
approximately 50 per cent move over the Kansas City 
Southern. His principal market is in Missouri, Iowa, 
Minnesota and Wisconsin, with some few sales in Kansas, 
Nebraska, Illinois and Indiana. 

He described the country included within groups 1, 
2 and 3 as being very rough and mountainous, group 1 
being located principally in the midst of the Ozark Moun- 
tains and including the highest part thereof. Somewhat 
better conditions exist in group 3 than in groups 1 and 
2. The yellow pine, which is known as short leaf, is 
thin and scattered, and yields only 1,000 to 1,500 feet of 
lumber per acre, as against 5,000 to 15,000 feet per acre 
for the general run of yellow pine in group 5 territory. 
The method of operation in groups 1, 2 and 3 is to put 
small sawmills in the woods, cut the timber within reach, 
then move to another location, where the same process 
is repeated. This process is necessary because the timber 
is too thin and the country too rough to justify putting 
in steel logging trams. The quality of the yellow pine 
lumber cut in groups 1, 2 and 3 is below that, cut in group 
5. In comparing the cost of production protestant states 
that it costs $13 to $14 to put the better quality of lumber 
on the cars in groups 1, 2 and 3, as compared with $10 
at the Blocker mill in group 5, and, notwithstanding the 
difference in the present rates, group 5 lumber brings 
about $1 per thousand feet more on the same market 
than does that produced in groups 1, 2 and 3. 
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This protestant does not deal in hardwood lumber 
and is not acquainted with the variations in prices be- 
tween yellow pine and hardwood. The product of the 
Page mill finds a market largely at points in Oklahoma, 
the Oklahoma state rate from Page being from 12 to 14 
cents to the different points as compared with the rate 
of 17 cents to Kansas City. Protestant’s principal markets, 
however, are, as already stated, in northern Missouri and 
lowa. 

Protestant’s witness testified that “when the Kansas 
City Southern was first built” the question of an adjust- 
ment of rates on yellow pine as between mills operating 
in northern Arkansas and group 5 points was pressed 
upon that respondent by operators in northern Arkansas. ; 
The character of the country, the sparsity of timber even 
at that time, the handicaps attending operation, cost of 
preduction, and other features were presented to respond. 
ents’ traffic officials as reasons for relatively lower rates 
from group 1 points than from group 5, as a result of 
which the group 1 differential was fixed at 8 cents. Wit- 
ness states that the mills in that section were erected, 
began operations, invested their money, and have been 
doing business on the theory that they would be protected 
in those differentials and that the differential between 
group 1 and group 5 points to Des Moines had been main- 
tained at 7 to 8 cents. Respondent cites its tariffs, how- 
ever, to show that the differential of group 5 over group 
1 has fluctuated during the past 15 years as follows: 














































Cents 
Same: Se, TO Oe EO - 4. Tes on cos bao achd ee rwk i enckevemdes 5 
Waa 6; 1906, Say rel, 1G. TOD gS Seek Co iPS ee Ree eee 6 
BO, Se, SOG We BOR Fo Rik as Kn cin ds ba Ch k5 be 1K Pe KM 8 
MEE 2, TOR WO GORG FFs uae hese EN ae 4 TFs eee chee 6% 


_ From this it appears that during more than half the 
time for the past 15 @ears the differential has been 6% 
cents or lower. 

Protestants offered no testimony directly bearing upon 
the reasonableness of the proposed rates, save that they 
call attention to the fact that-the present rate of 18% 
cents from Page to Des Moines, a distance of 560 miles 
via Kansas City, yields greater per ton-mile earnings than 
the rate of 25 cents from Lemonville, La., to Des Moines, 
a distance of 971 miles via St. Louis, or from De Ridder, 
La., to Des Moines via Kansas City, a distance of 913 
miles. This comparison, the witness contends, shows 
that the rate from Page is even now more remunerative 
than the rate from Lemonville or De Ridder, and hence 
should not be increased. It is sufficient to say that this* 
contention establishes nothing, since it is a well-recog- 
nized fact that the rate per ton-mile ordinarily decreases 
as the distance increases. It may be appropriate to here By 
state that the per-car earnings upon basis of the minimum . 
weight applicable to a 36-foot car would, at the rates in 
effect, yield per-car earnings of $62.90 from Page as com- 
pared with $85 from Lemonville or De Ridder. 

Protestants admit that their concern with the specific 
rates from group 1 is secondary to the question. of the 
differential to be maintained between groups 1 and 5. They 
would have made no objection to a readjustment which 
advanced the rates from group 5 so long as the group 1 
rates were not advanced. They assert that only the 
maintenance of a substantial differential in the rates 
between these respective groups will enable them to con- 
tinue in business, and their witness admits that the ques- 
tion of the differential itself would be more or less a 
matter of indifference if they could manufacture at the 
same cost in group 1 that they and their competitors do 
in group 5. 
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On its comparisons with rates from selected points 
at which competition is said to exist, respondent was 
unable to show any actual movement of yellow pine from 
several of the selected points. As to two of the points 
with which comparison is made, however, it appears that 
there is a movement, and from one of these, namely 
Kensett, otherwise known as Doniphan, on the Iron Moun- 
tain, there is a movement of yellow pine comparable 
with, if not exceeding, the total movement from the upper 
groups on the Kansas City Southern. 

In Investigation & Suspension Docket No. 240 there 
was no protest against the proposed increased rates on 
hardwood to Des Moines. In the instant proceeding Sioux 
City is the only protestant against the proposed rates 
on hardwood, and it has offered no evidence in support 
of the allegations in its protest. Its counsel appeared 
at the hearings, cross-examined respondents’ witnesses, 
and has filed a brief. The statement before referred to, 
fild by respondent Kansas City Southern, covering hard- 
wood moving from affected points on its line for a period 
of six months, taking each alternate month through a 
year, does not show a single, ear shipped to Sioux City. 
It is, therefore, not apparent from the record that this 
protestant has any real or direct interest in the rates. 
The evidence shows that the hardwood movement from 
the upper group on the Kansas City Southern consists 
largely of railroad crossties shipped to Omaha, Neb., St. 
Joseph and Laredo, Mo., for delivery to connecting car- 
rier-consignees who receive the benefit of their propor- 
tions of the though rates because the shipments constitute 
company material. 

Counsel for protestant against the proposed rates on 
hardwood to Sioux City contends on brief that the hard- 
wood increases in this case are brought about by con- 
solidating the hardwood territory of old groups 1, 2, 3 and 
f into a new single group 3. This is not correct, as will 
be seen by reference to the preceding description of the 
manner in which the proposed new group 3 is to be made 
up. He further contends that the short-line distance from 
Kansas City Southern points, as well as from Frisco and 
Missouri, Kansas & Texas points to the so-called twin 
cities, St. Paul and Minneapolis, Minn., is through Sioux 
City; that the distance from Sioux City to the twin cities 
is approximately 300 miles, but that, notwithstanding 
these facts, respondents propose to make the rates to 
Sioux City the same as to the twin cities. 

Whether or not traffic to the twin cities moves 
through Sioux City does not appear and the record con 
tains no comparison of the distances via the various 
routes. It does appear, however, that the proposed rate 
from group 1 points on the Kansas City Southern and 
from related points on the Frisco and Missouri, Kansas 
& Texas is 28 cents to Sioux City and to the twin cities 
as well. Counsel points to the fact that the 28-cent rate 
to Sioux City is from certain points in excess of the 
combination of rates on Council Bluffs, Ia., which is 27.3 
cents, made up of 21 cents to Council Bluffs, plus the 
lowa state rate of 6.3 cents, Council Bluffs to Sioux City. 
We may add that the combination via Omaha: is 28.8 
cents, made up of 21 cents to Omaha, plus 7.8 cents, 

Omaha to Sioux City. All the several factors are on file 
with this Commission. 

We may fairly summarize the evidence in this case 
upon the propriety of the proposed increased rates from 
Kansas City Southern points by saying that respondent 
endeavors to justfy them upon the grounds: (1) That 
the present rates were originally established on a low 


THE TRAFFIC WORLD 


Vol. XIII, No 


basis, compelled by competitive influences which h: 
ceased to be controlling, and that they are conseque: 

now below the level of rates from the territory with w! 

the mills in groups 1 to 4 are in competition. (2) T 

the proposed rates are reasonable relatively, that is, 

comparison with rates carried by the other responde! 
to the same destination territory. (3) That the propo: 
rates are reasonable per se. (4) That the circumstan: 
and conditions attending the transportation of hardwo: 
are so dissimilar from those attending yellow pine tra: 
portation as to justify relatively higher rates on the ha: 
wood. 

The objections to the proposed increases in yell 
pine rates are: (1) That respondent's action in seekii 
to increase the rates from group 1 without making 
corresponding increase from group 5 points is a breac 
of the implied understanding upon which protestants an 
others invested their capital in the establishment of mill 
in northern Arkansas and eastern Oklahoma. (2) That 
respondent is in duty bound to maintain a differential o 
7 or 8 cents between groups 1 and 5. (3) That the natura 
disadvantages attending the production of yellow pin« 
in groups 1, 2 and 3 render any increase in the rates 
from these groups or related points on the Frisco unrea 
sonable and unjustly discriminatory. 

The record does not sustain protestants’ contentio: 
that there was an implied understanding between r« 
spondent and shippers in group 1 that there should }b 
established and maintained between groups 1 and 5 
differential of 7 or 8 cents. The testimony of protestants 
witness was based upon mere hearsay and is admitted 
by him to be such. Nor would it be material if suc) 
an agreement had been made, since it is fundamental that 
respondent’s duty is to charge a reasonable rate for th« 
service performed, and by that we mean not only mus! 
it not charge a rate that is unreasonably high, but also 
that it would be unlawful to charge a rate so low as to 
be noncompensatory or impose a burden upon other traffic 

In Commercial Club of Omaha vs. A. & S. R. R. Co 
27 I. C. C., 302 [Traffic World, July 5, 1913, p. 4], we 
had before us a contention that rates on yellow pine from 
the upper groups on the Kansas City Southern to Omaha, 
South Omaha, Grand Island, Blue Hill and Lincoln, Neb. 
were unreasonable because when reductions had there 
tefore been made from group 5 no corresponding reduc 
tions had been made from the four upper groups. In the 
report on that case, we said, page 314: 

The theory ruhs through these cases that rates from groups 
1, 2, 3 and 4 have been uniformly 8, 7, 5 and 3 cents, respect- 
ively, less than from group 5, but an examination of the state 
ment shows that the differentials under group 5 rates have 
varied widely. . . . There is no record upon which these 
rates can be held to be unreasonable, or upon which a finding 
that they should be lower by certain amounts than the rates 
from group 5 could be based. 

So far as concerns their bearing upon the reasonable- 
ness of the rates, the natural disadvantages and attendant 
high cost of production of lumber in the upper groups 
are in no sense controlling. It is not the province of this 
Commission to adjust rates for the purpose of equalizing 
natural or commercial disadvantages. I. C. C. vs. Diffen- 
baugh, 222 U. S., 42, 46. 

The protestant’s evidence against the proposed in- 
creases on yellow pine, it is fair to say, is limited to 
showing the high cost of production resulting from nat- 
ural disadvantages. It gives no consideration to the rea- 
sonableness of the proposed rates per se, nor to their 
relative reasonableness compared with other rates. It 
relates wholly to commercial conditions and disadvantages 
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not at all to the services or conditions of transporta- 
tac.on. This is true of protestant’s testimony with respect 
io the proposed rates of both the Kansas City Southern 
an the Frisco railroads. 
The purpose of the Frisco, as stated by its witness, 
to eliminate inconsistencies in the rates from certain 
points on its line and also to bring its rates in line with 
those from competitive territory on the lines of other 
carriers. We have not been materially assisted by the 
evidence in the case, so far as it touches upon the Frisco 
rates, but the instances brought to our attention and the 
comparisons we have been able to make, seem to bear vu, 
t declared purpose of respondent. Protestants do not 
controvert the testimony of this respondent, but content 
themselves with showing the number and extent of the 
reases. 
Upon consideration of all the facts with respect to 
proposed increases as a whole, it is our conclusion 
at respondents have fairly sustained the burden of proof 
cast upon them by the statute so far as it affects the 
;roposed increased rates on yellow pine and hardwood, 
except to Sioux City, Ia. The present rates to Sioux 
City are the same on yellow pine and hardwood. The 
roposed rates are the same on both kinds of wood, except 
from group 4, and are as follows, in cents per 100 pounds: 
Group 1. Group 2. Group 3. Group 4. 


5 26 28 28 


Yellow pine . 
5 26 28 30 


Hardwood 


It is not at present proposed to increase the rates to 
Council Bluffs and Omaha. The effect of the proposed 
nereases to Sioux City on hardwood from the points now 
in groups 1 and 2, which, under the proposed regrouping, 
will fall in group 3, would be to establish joint rates in 
excess of the lowest combination of intermediate rates. 
We think the proposed rates to Sioux City on both yellow 
pine and hardwood afe not justified. 

In Traffic Bureau of Sioux City Commercial Club vs. 
\. & S. R. R. Co., 24 I. C. C., 177 [Traffic World, July 6, 
1912, p. 21], we had before us the question of the rea- 
sonableness of a rate of 30 cents on yellow pine from 
points in Louisiana, Texas, Arkansas and Mississippi to 
Sioux City as compared with a rate of 25 cents estab- 
lished by us from the same originating territory to Omaha. 
In that case we held that the rate to Sioux City should 
not exceed 28 cents. 

It is our conclusion upon all the facts of record in 
the instant case that the reasonable rate on yellow pine 
and hardwood from group 1 points on the Kansas City 
Southern to Sioux City should not exceed 23 cents, and 
that the reasonable rates from points in groups 2, 3 and 4 
should be based accordingly. Rates from points on the 
Frisco should not exceed those prescribed as maxima 
from related points on the Kansas City Southern. 

Any new joint through rate which exceeds the sum 
of the intermediate rates is hereby found to be unrea- 
sonable, and respondents will be expected to correct all 
such rates as speedily as possible. 

It should be understood that our findings herein are 
made with respect to the general adjustment of rates. 
They are without prejudice to the right of shippers 
to attack the reasonableness of any particular rate or 
rates included in the general adjustment. Likewise, they 
are without prejudice to any findings or conclusions which 
the Commission may make in respect to complaints and 
investigations now pending which involve the reasonable- 
ness of some of the rates between the points of origin 
and destination covered by the schedules herefn under 


suspension. 
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Respondents may amend the tariff under suspension 
by a supplement establishing rates on yellow pine and 
hardwood to Sioux City as prescribed herein, effective 
on five days’ notice to the Commission and to the public, 
whereupon the order of suspension will be vacated. 


GRAIN RATES TO MEMPHIS 





CASE NO. 5811 (29 I. C. C., 28-31) 
SOUTHWESTERN MISSOURI MILLERS’ CLUB VS. ST. 
LOUIS & SAN FRANCISCO RAILROAD CO. ET AL. 
Submitted Nov. 15, 1913. Decided Jan. 6, 1914. 


1. Rates on grain and grain products from mills in southwestern 
Missouri, northwestern Arkansas, northeastern Oklahoma 
and southeastern Kansas to Memphis, Tenn., found not un- 
reasonable in themselves nor unjustly discriminatory. 

2. Proportional rate on wheat from Kansas City, Mo., to Mem- 
phis, Tenn., does not unjustly discriminate against the ter- 
ritory in question. 
‘ontention of complainant in its brief that rates on grain 
and grain products from the territory in question to points 
in the southeast are unduly prejudicial as compared with 
rates to the southeast from other points located upon all 
sides was not properly presented in the record and will not 
be considered in this proceeding. 


Cw 
-~ 


W. H. Marshall for complainant. 

Fred H. Wood for St. Louis & San Francisco Rail- 
road Co. 

F. G. Wright and H. G. Herbel for Missouri Pacific 
Railway Co. and St. Louis, Iron Mountain & Southern 
Railway Co. 

Report of the Commission. 
PROUTY, Commissioner: 

The members of the complainant association operate 
mills in the southwestern part of Missouri, the north- 
western corner of Arkansas, the northeastern corner of 
Oklahoma and the southeastern corner of Kansas. It is 
not clear from the complaint or the record just what 
the ground of complaint is. Apparently the territory of 
consumption to which this proceeding is directed lies 
east of the Mississippi and south of the Potomac and 
Ohio rivers, being generally known as the Southeast. 
The allegation seems to be that rates from the complain- 
ing territory to the Southeast are too high as compared 
with other points located upon all sides. 


Reference may first be made to the alleged discrimi- 
nation in favor of territory to the east; that is, in favor 
of mills in the southeastern part of the state of Mis- 
souri. It appears that rates from the complaining terri- 
tory to the Southeast are made by combination upon the 
Memphis gateway. It further appears that rates from 
the complaining territory and from southeastern Missouri 
to Memphis are fairly adjusted one to another, but the 
complainant asserts that rates to the Southeast from 
southeastern Missouri territory are not made by combi- 
nation on Memphis, but are through rates less than the 
combination, and herein it is alleged there is discrimi- 
nation. 

This discrimination is not mentioned in the com- 
plaint, nor is it distinctly referred to in the record. Even 
in the briefs it is only brought out with clearness in the 
reply of the complainant. In our opinion, this issue has 
not been properly presented, and it will not be considered 
in this proceeding. y 

The proportional rate on wheat from Kansas City to 
Memphis is 14 cents, applicable to grain which has 
reached Kansas City by rail. The distance from Kansas 
City to Memphis is much greater than the average dis- 
tance from the territory in question, and the traffic 
passes through a portion of that territory en ‘route. This 
rate from Kansas City is frequently referred to by the 
complainant in its testimony and in its brief and argu- 
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ment as though its maintenance were an unjust dis- 
crimination against the complainant. 

No such allegation is found in the complaint, nor 
could it successfully be claimed that the mere fact of 
the maintenance of this lower rate established such dis- 
crimination. As already noted, the rate itself is a pro- 
portional rate, only applicable to traffic which has 
reached Kansas City from some more distant point by 
rail. It is in essence a division of a through rate, and 
the Commission has several times held that undue dis 
crimination does not under such circumstances of neces 
sity arise where a higher rate is maintained from an 
intermediate point. Baltimore Chamber of Commerce vs. 
B. & O. R. R. Co., 22 I. C. C. 596 [Traffic World, Mar. 23, 
1912, p. 534]; Southern Illinois Millers’ Asso. vs. L. & N. 
R. R. Co., 23 I. C. C., 672 [Traffic World, June 8, 1912, 
p. 1156]. 

The discrimination which the complaint expressly 
sets forth, and to which the attention of the Commission 
has been mainly directed, is alleged to arise »ut of the 
maintenance of rates from the complaining territory to 
Memphis, which are unduly high as compared with rates 
fro mterritory to the West, North and Northwest. It is 
alleged that rates on grain and grain products from 
the territory in which the members of the complaining 
association operate are both unreasonable in themselves 
and unduly high in comparison with rates from surround- 
ing territory, and the complaint prays that rates from 
the complaining territory be reduced 4 cents per 100 
pounds. This is the substantial question presented for 
determination. 

We may first inquire whether the rates are unrea- 
sonable in and of themselves. The territory in question 
embraces points served both by the St. Louis & San 
Francisco Railroad and the Missouri Pacific system. Dis- 
tances from points in this territory to Memphis appear 
to be somewhat less by the St. Louis & San Francisco 
than by the Missouri Pacific. According to one exhibit 
of the complainant, the average distance by the St. Louis 
& San Francisco is slightly in excess of 350 miles. The 
rates upon wheat are usually 17 and 18 cents; in one or 
two cases slightly higher. Rates on corn run from 15 to 
17 cents. 

In Southwestern Missouri Millers’ Club vs. M., K. & 
T. Ry. Co., 22 1. C. C., 422 [Traffic World, Feb. 24, 1912, 
p. 344], this same territory, upon the petition of this 
same complainant, was before us. In that case there 
was in effect at the time of the filing of the complaint 
a rate of 23 cents to Little Rock, which applied as a 
blanket over territory from Kansas City, upon the north, 
to the southern edge of the territory here involved. 
There the complaining territory was designated as the 
“Joplin group,” but it was substantially the same terri- 
tory which is now before us. The average distance 
from the Joplin group to Little Rock was found to be 
about 350 miles, almost exactly identical with the aver- 
age distance by the line of the St. Louis & San Fran- 
cisco to Memphis. In that case the complainant claimed 
that the rate to Little Rock from the Joplin territory 
ought not to exceed 18 cents. per 100 pounds on wheat. 
The Commission found that the existing rate of 23 
cents was unlawful, both because it was unreasonable in 
and of itself and because it was discriminatory as com- 
pared with rates from the northern part of the group. 
A rate of 20% cents upon wheat and 17% cents upon 
corn was established. 

It wil] be seen, therefore, that it was there held that 
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20% cents was a reasonable rate to be charged fo 
transportation of wheat from this territory to 
Rock, an average distance of 350 miles. There ji 
testimony before us to show that the cost of trans; 
tion from this same territory to Memphis is less 

to Little Rock, nor are any conditions pointed out 
would justify the establishment of a lower rate from 
territery to Memphis than we established to Little R 
Now, at the present time the rate from this territory io 
Memphis seldom exceeds 18 cents per 100 pounds. {i 
we are to adhere to Our decision in that case, and 
reason is suggested for departing from it, we must 
that the rates now in effect from this complaining t: 
tory to Memphis are reasonable in and of themselves 

Are those rates discriminatory as compared 
rates from territory more distant? In the previous ca 
we held that there was such discrimination. In | 
case, however, there was a single blanket rate extending 
from the southern edge of Joplin territory to Kansas 
City and north, and that rate was 23 cents per 
pounds. In this case there is no blanket rate, but t! 
rate grades slightly higher to more distant points, rea 
ing 18 cents immediately south of Kansas City upor 
the direct line, and 19 and 20 cents at more distant 
points to the west. This case, then, differs materia 
from that: First, because the rates now in existenc: 
do to some extent acknowledge the effect of distan: 
and, second and mainly, because rates both from th 
nearer and more distant points are distinctly lower than 
in that case. An examination of that opinion will show 
that, while the Commission held that the blanket was 
too wide, its decision went mainly upon the ground that 
rates from the Joplin group, having reference to the 
length of the haul, were excessive in themselves. 

While if this Commission were establishing a sca 
of mileage rates from this territory a somewhat greate: 
difference would probably be made than now exists o1 
account of distance, still on the whole we do not feel 
that this complaining territory is badly treated under 
the present adjustment of rates, so far as its transporta- 
tation charges to Memphis and territory served through 
that gateway are concerned, and the charge of discrim 
nation is not sustained. 

We hold, therefore, that rates from this complain 
ing territory to Memphis are not unreasonable in them 
selves, and that no undue discrimination has been estab 
lished. This applies, it should be noted, to the territory) 
considered as a whole, and not to particular rates which 
have not been called to our attention, and which are 
not considered. 

There is some suggestion in the record that rat« 
from this territory to Memphis are too high as con 
pared with those from southern Illinois, but this point i 
not clearly presented by the complaint nor much elab 
rated in testimony, and, if it were, the conditions o 
competition are so utterly dissimilar that discriminatio! 
could hardly be affirmed. 

The complaint will be dismissed. 


NO PROOF OF DAMAGE 
CASE NO. 4330 (29 I. C. C., 32-34) 
NEW ORLEANS BOARD OF TRADE, LIMITED, VS 
ILLINOIS CENTRAL RAILROAD CO. ET AL. 
Submitted May 23, 1913. Decided Jan. 5, 1914.. 


1. Upon failure of proof of damage as a result of discrimination 
found by the Commission in New Orleans Board of Trade 
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vs. I. C. R. R. Co., 23 L. C. C., 465, claim for reparation dis- 

nissed, 

thing in the act to regulate commerce warrants a pre- 

sumption that a complainant has been damaged by some 

iolation of the act. rc 

lere proof of specific shipments made and the amount for 

which reparation is sought does not make out a prima facie 

case when a discrimination in rate or service is the basis 

of complaint. 

ie fact of damage as well as the amount of damages 

laimed must be established and that by such evidentiary 

facts as would be required to sustain such a recovery before 

a court of law. 

John A. Smith for complainant. 

D. H. B. Chaffee for interveners. 

Chas. J. Rixey, Jr., for Illinois Central Railroad Co. 

R. Walton Moore, Frank W. Gwathmey, M. Carter 
Hall for Louisville & Nashville Railroad Co. 

Supplemental Report of the Commission. 


McCHORD, Commissioner: 

For the transportation of unmanufactured tobacco from 
Henderson and Owensboro, Ky., to the port of New Or- 
leans, La., for export, the defendants charged 21.5 cents 
per 100 pounds on traffic destined to Liverpool, 22 cents 
per 100 pounds when destined to Bristol, and 25 cents 
per 100 pounds when destined to other European points. 
The New Orleans Board of Trade, on behalf of ocean 
steamship lines entering the port of New Orleans, La., 
made complaint of these rates as unjustly discriminatory 
inder sections 2 and 3 of the Act to regulate commerce. 
Gallaher, Limited, a Kentucky corporation; Nosworthy & 
Argue, a partnership, end R. E. O’Flynn, a merchant, all 
engaged in the tobacco business at Henderson, Ky., inter- 
vened in behalf of complainant. It appears that certain 
ompetitors of the interveners ship to Liverpool and Bris 
tol, whereas interveners ship to Belfast or Dublin. This 
Commission found that the rates were unduly preferen- 
tial and prejudicial, in violation of section 3 of the 
\ct to regulate commerce. New Orleans Board of Trade 
vs. I. C. R. R. Co., 23 I. C. C., 465 [Traffic World, June 1, 
1912, p. 1070], decided May 13, 1912. 

The interveners asked for reparation upon shipments 
which had moved from Owensboro and Henderson, Ky., 
to foreign ports upon which the export rate to New Or- 
leans of 25 cents per 100 pounds had been paid, but the 
Commission found on the original hearing of this case 
that there was no evidence then in the record sufficiently 
definite to warrant a finding that the interveners had been 
ictually damaged. Decision of the question of reparation 
Was reserved and interveners were allowed to offer such 
further testimony as they deemed proper in support of 
their allegation of damage. 

On the second hearing, with which we are now con- 
cerned, the interveners contented themselves with offering 
in proof certain exhibits which had heretofore been made 
i part of the former record and there rested their case, 
taking the position that as a matter of law they are en- 
titled to recover the difference between the amount they 
did pay at the higher rate and the amount they would 
have paid at the lower rate, and contend they are entitled 
to recover 3% cents per 100 pounds on all shipments 
made. We have been cited to no authority sustaining 
this contention. 

There is nothing in the Act to regulate commerce 
from which a presumption of damage can be inferred 
and it has never been so held. 

The wording of the act is as follows: 


Section 8. That in case any common carrier subject to the 
vrovisions of this act shall do, cause to be done, or permit to be 
done any act, matter, or thingin this act prohibited or declared 
to be unlawful, or shall omit to do any act, matter, or thing 
in this act required to be done, such common carrier shall be 
liable to the person or persons injured thereby for the full 
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amount of damages sustained in consequence of any such viola- 
tion of the provisions of this act, 


As said in Parsons vs. C. & N. W. Ry. Co., 167 U. 5S., 
147, 460, and quoted in Pa. R. R. Co. vs. International 
Coal Co., 230 U. S., 200, in construing this section: 


Before any party can recover under the act he must show 
not merely the wrong of the carrier, but that that wrong has 
in fact operated to his injury. 

And in Pa. R. R. Co. vs. International Coal Co., supra, it 
is said: 


Congress had not then and has not since given any indica- 
tion of an intent that persons not injured might, nevertheless, 
recover what, though called damages, would really be a pen- 
alty, n addition to the penalty payable to the government. 

Proof of the damages resulting from the wrongful act 
of the carrier must be by such evidentiary facts as would 
be required to sustain such a recovery before a court of 
law. Anadarko Cotton Oil Co. vs. A., T. & S. F. Ry. Co., 
20 I. C. C., 51 [Traffic World, Jan. 14, 1911, p. 70]. 


Mere proof of specific shipments made and the freight 
paid and the amount for which reparation is sought does 
not make out a prima facie case. Something more is 
necessary. The complainant must show how the discrimi- 
nation found to exist affected him to his damage. In 
other words, he must establish the fact of his damage 
as well as the amount of damages he claims. 


In Pa. R. R. Co. vs. International Coal Co., supra, it is 
held that a mere finding of unjust discrimination without 
proof of actual pecuniary loss suffered will not authorize 
a finding for reparation, 


It appears from the record that the interveners con- 
tracted with the ocean steamship lines for the shipment 
of their tobacco under yearly contracts, as did also their 
competitors, and it appears further that for the period in 
which reparation is claimed they were under contract to 
pay a through rate of 55 cents per 100 pounds from Ken- 
tucky points through New Orleans to Dublin and Bel- 
fast, and that their competitors were under contract 
also to pay the same rate on shipments from Ken- 
iucky through New Orleans to Liverpool. Under the 
terms -of these contracts the steamship lines absorbed 
the charge for the railroad transportation from Kentucky 
points to the port at New Orleans. It does not appear, 
therefore, that interveners would have paid any less for 
the through transportation of their tobacco if the rates 
complained of had been identical, and it does not appear 
that their competitors had any advantage, because they 
both paid the same through rate to transport their tobacco 
to England. The rates complained of - affected export 
shipments of tobacco only, and it was not contended that 
the published tariff rate charged interveners was unrea- 
sonable. 


After full consideration of the record and under all 
the circumstances, we are unable to find that interveners 
have been damaged, and claim for reparation will be dis- 
missed. 


TO BENEFIT EMPLOYES. 


The Senate judiciary committee reported on Janu- 
ary 20 a bill providing “exclusive remedy and compen- 
sation” for employes of common carriers, and will at 
that time submit recommendations. Senator Hoke Smith 
of Georgia appeared before the committee and expressed 
opposition to the exclusive feature of the bill, contend- 
ing that employes preferred an optional provision. An 
amendment in this respect, introduced by Senator Over- 
man of North Carolina, is before the committee. 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
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topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


“Wenn einer fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 


TRACER CLAIM FORMS 


Editor THe TRAFFIC WORLD: 

Since the enforcement of section 3 of the uniform bill 
of lading and pending a change in the provisions of this 
section, the préblem has arisen as to protection for the 
owners of shipments in cases where the filing of formal 
claims is deferred beyond the four months’ period. For 


TRACER-CLAIM FORM 


Traffic Dept. File T 
Consignee _ Destination 
Date of shipment Order No Branch 


FORWARDING REFERENCE 


Way-Billed From- To 
Way Bill No. Date of Way Bill 
IF VIA RAIL IF VIA STEAMER 
Car Initial Steamer 
Car Number —< 
Break Bulk Pr. Pro. No. 


CAUSE OF TRACER 
Non-delivery of shipment 


| cases } 


Shortage of 7 
( pkgs. } 


Invoice Value 


INFORMATION FOR FILE 
(Spaces below not to be filled in on Original) 
Date of Consignees request__ 
Department making request and date _ 
Name of jobber if deep shipment : 
PAPERS ATTACHED 
(To be indicated by check mark) 
Copies of Bills of Lading _ nineestuliatont 
Copy of Way-Bill____ 
Copy of Expense Bd 
Copy of Invoice 
REMARKS 


our Own protection we devised a tracer-claim form, copy 
of which you will find attached, and whenever a shortage 
or non-delivery is reported we fill in this form with full 
information, including invoice value, and send it to a 
representative of the initial or delivering carrier with 
form letter, copy also attached, and copy of bill of lading. 
The spaces under “information for file” are not filled in 
in the copies sent to transportation companies, but are 
for our file copy. 

This form was submitted to representatives of a num- 
ber of carriers, and all agreed upon receipt of it with 
copy of bill of lading and form letter, to treat it as a 
tracer,. but in case tracer fails to locate, to consider it 
a. claim filed on date of receipt. 


Frequently shipments destined to remote points 
not reported short until two months or a longer time | 
elapsed, and this is specially true of goods sold throug 
jobbers. 

If it is attempted to locate the goods by the usua 
tracer the four months’ period will frequently lapse befor: 
a definite report can be had, and by using this form man 
formal claims can be avoided, as a large proportion o 
shipments reported short or undelivered are subsequent]; 


delivered, and at the same time owners are protected 


against loss account of expiration of the four months 
period. 
Possibly this form may be of use to some of you! 
readers. 
Philip Croxton, Traffic Manager 
Jersey City, Jam. 15, 1914. 
P. Lorillard Co., Jersey City, N. J..———————-191 
Mr. ———__——_— 


Dear Sir:—Attached is copy of bill of lading and 
Tracer-Claim form covering goods reported undelivered 
Please show delivery if possible. If unable to do so withi 
a reasonable time, please arrange to voucher claim, calling 
upon us for any additional advice or papers which may be 
necessary. 

Yours respectfully, 
Traffic Manager 


Form of Letter with Tracer-Ciaim. 


ADVOCATES “QUALITY PACKING” 


Editor THe TRAFFIC WORLD: 

In your issue of January 10, page 67, in connectio! 
with the Shoe Dealers’ Association, you make a footnot« 
that you will be glad to give any box users the names 
of manufacturers turning out quality goods, and we wish 
to commend you on this attitude, as corrugated fiber box 
manufacturers are, in their competition, afflicted bot! 
with the ignorant and the unscrupulous, as are all othe! 
manufacturers. 


During the Pridham trial in Chicago the writer was 
asked by corrugated manufacturers to go on the stand 
and testify as to our methods of manufacture, the care 
with which we test the raw material, the finished product 
and the testing of each article before it leaves our plant, 
the very thorough system of inspection. 

In addition to this, we believe that the testimony of 
our customers over this territory will generally speak a 
good word for the Jayhawk box and the service that it 
renders them, and we trust that our name may be among 
those that you recommend to your patrons and in answer 
to inquiries. We will be very glad to co-operate with any 
movement toward good packages. . 

Lawrence Paper Mfg. Co., Irving Hill, Mer. 
Lawrence, Kan., Jan. 12, 1914. 
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TRACK-SCALE TEST EQUIPMENT. 


On the first of July an appropriation became available 
to the Bureau of Standards, Department of Commerce, 
Washington, D. C., for providing an equipment to be used 
n testing large scales and weighing machines. 

This appropriation has resulted in the designing and 
construction of the most complete equipment of its kind 

r built. The proposition was approached in a very 
direct way, the essential idea of the equipment being 

pressed in the use of large accurately adjusted solid 
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ordinary test car has but one weight, or else the weight is 
varied by means of adding or removing 50-pound weights, 
a slow, laborious and inefficient process in contrast with 
the facility with which any change in weight ‘can be sgse- 
cured by the new equipment. 

These weights and auxiliary equipment are housed 
and transported in a Strongly built steel framed freight 
ear, originally designed as an auto car and provided with 
end doors. 

The auxiliary equipment includes balances on which 
the ordinary commercial weights may be standardized. 


Track Scale Testing Equipment, Bureau of Standards—Placing Weights on Test Car. 


ast iron weights, which are directly applied to the scale 
inder test. 

The large weights consist of eight 10,000-pound weights 
ind four 2,500-pound weights machined to surface and 
size all over. These weights are supplemented by 10,000 
pounds of 50-pound weights and smaller weights down to 
1/10,000 pound, which will cover practically all the or- 
dinary scales used in commerce. 


This equipment contrast with those heretofore con- 
structed for testing large seales in that—first, the magni 
tude of the weight available exceeds anything previously 
furnished; second, the weights are not mounted on trucks 
forming a part of them and, unlike the ordinary test 
cars, are not exposed to wear and weather and conse- 
quent change of weight during transportation; third, the 


The arrangement is such that, should it become necessary, 
it is possible with the aid of platform scales having a 
capacity of 10,000 pounds to restandardize the whole equip- 
ment, in the field, as follows: 

Starting with a 50-pound master weight the other 50- 
pound weights could be standardized on one of the scales 
carried in the car. Fifty of these weights, or 2,500 pounds, 
could then be used in standardizing the 2,500-pound 
weights. The 10,000-pound weights would then be stand- 
ardized either by means of the four 2,500-pound weights 
or by comparisons with the 10,000 pounds of 50-pound 
weights. The weights of the smaller denomination could 
be standardized by comparing a group of them with the 
50-pound master weight and then intercomparing the 
weights among themselves. In this way the equipment 
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can cover unlimited territory and preserve its accuracy. 
The fact that large weights of the form selected are used 
renders the adjustment very permanent, making the need 
of the above process very remote. 

The weights, etc., are supplemented with instruments 
for making special investigations upon the action of scales 
and weighing machines under load. 

The auxiliary equipment for handling the weights in- 
cludes a crane for lifting and loading the weights in and 
out of the car; a standard gage truck with a five-foot 
wheel base for carrying the weights during the test and 
moving them from place to place over the various sec- 
tions of the scale; a gasoline engine driven 10 k.w. gen- 
erator for furnishing light and power; a small storage 
battery to furnish light when the engine is not running. 

One end of the car is partitioned off to form an engine 
room and office for the filing of data and for keeping the 
small items of the equipment. 

In using the equipment the car is placed at one end 
of the scale with the door end toward the scale. The 
doors are tlHen opered, the engine started and a small 
motor advances the end of the crane rail from the car 
so it overhangs the end of the car about eight feet. 
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SUSPENDED TARIFFS 


By an order entered Dec. 19, 1913, in I. & 8S. Do 
No. 311, the Commission further suspended from January 
13 until July 13, 1914, the operation of certain items 
contained in the following tariffs: 

W. P. Emerson, Agent—Supplement No. 12 to I. ¢ 
No. 11. 


F. A. Leland, Agent—Supplement No. 11 to I. C 
No. 984; Supplement No. 12 to I. C. C. No. 984; Supple 
ment No. 12 to I. C. C. No. 984. 

It was proposed by the suspended schedules to in 
crease rates applicable to the transportation of bananas 
from Gulf ports to Lincoln and Beatrice, Neb., and 
Topeka, Kan., and the operation of these schedules wa 
previously suspended from Sept. 15, 1913, until Jan 
13, 1914. 








By an order entered Dec. 18, 1913, in I. & S. Docket 
No. 314, the Commission further suspended from January 
28 until July 28 the operation of certain schedules con 
tained in the following tariffs: 

C. C. McCain, agent: Supplement No. 23 to lc. C 
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Track Scale Testing Equipment, Bureau of Standards. 


The truck, the weight of which is 5,069 pounds is then 
taken out and placed on the track; this forms the first 
test weight. As many weights as are desired are then 
placed upon the truck. The truck is then driven over the 
scale, from section to section, by means of electric power 
supplied by a flexible cable connecting the truck and car. 

This equipment serves to furnish properly authenti- 
cated weights, heretofore lacking, by which other weights 
can be tested and standardized, and is useful in the whole 
field of weights and measures in ascertaining facts con- 
cerning questions of design and construction and of effect- 
ive administration. 

The general plan of the equipment was devised by 
L. A: Fischer, chief of the Division of Weights and Meas- 
ures, Bureau of Standards, and C. A. Briggs of that divi- 
sion, and the details were worked out and the apparatus 
constructed by A. H. Emery of Glenbrook, Conn. 

The first series of tests of railroad track scales, which 
has just been completed, with the test car emphasizes the 
need and value of the equipment in a very striking way. 


WOOD BOX CONVENTION POSTPONED. 

The annual meeting of the National Association of 
Box Manufacturers has been postponed from February 
3, 4 and § to February 24, 25 and 26. It will be held at 
French Lick Springs, Ind. 


No. 5, supplement No. 25 to I. C. C. No. 5, supplement 
No. 22 to I. C. C. No. 8, supplement No. 14 to I. C. C. No 
6, supplement No. 14 to I. C. C. No. 7, supplement No. 
to I. C. C. No. 10. 

Eugene Morris, agent: Supplement No. 23 to I. C. | 
No. 332, supplement No. 25 to I. C. C. No. 332, suppl: 
ment No. 22 to I. C. ©. No. 343, supplement No. 14 t 
I. C. C. No. 344, supplement No. 14 to I. C. C. No. 34 
supplement No. 4 to I. C. C. No. 403. 

R. H. Countiss, agent: Supplement No. 23 to I. C. «| 
No. 948, supplement No. 25 to I. C. C. No. 948, suppl 
ment No. 22 to I. C. C. No. 950, supplement No. 14 t 
I. C. C. No. 952, supplement No. 14 to I. GC. GC. No. 95 
supplement No. 4 to I. C. C. No. 971, supplement No. 
to I. C. C. No. 960, supplement No. 1 to I. GC. C. No. 975 
supplement No. 2 to I. C. C. No. 975. 

Minneapolis, St. Paul & Sault Ste. Marie Railway 
Supplement No. 1 to M., St. P. & S. Ste. M. I. C. C. No. 3291 

Northern Pacific Railway Co.: Supplement No. 1 ti 
(N. P. Ry.). I. C. C. No. 5280. 

Great Northern Railway Co.: 
to G. N. I. C. C. No. A-3524, 

The schedules involved provided for the cancellatio: 
of concentration and storage privileges on shipments o! 
butter, eggs, cheese and dressed poultry moving fron 
points in Nebraska, Kansas and other states to the Pa 
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cific Coast, the operation of which had been previously 
suspended from Sept. 30, 1913, until-Jan. 28, 1914. 





By an order entered Dec. 18, 1913, in I. & S. Docket 
No. 317, the Commission further suspended from January 
30 until July 30 the operation of certain schedules con- 
tained in the following tariffs: 


F. A. Leland, agent: Supplement No. 26 to I. C. C. 
No. 980, supplement No. 26 to I. C. C. No. 930. 


The schedules involved contain increased rates ap- 
plicable to the transportation of cottonseed hulls, in car- 
loads, from Beaumont, East Beaumont and Houston, Tex., 
to New Orleans and certain other points in Louisiana, 
the operation of which was previously suspended from 
Oct. 2 and Nov. 2, 1913, until Jan. 30, 1914. 

By an order entered Dec. 18, 1913, in lL. & S. Docket 
No. 312, the Commission further suspended from January 
23 until July 23 the operation of item No. 1802a of the 
following tariffs: 

F. A. Leland, agent: Supplement No. 9 to I. C. C. 
No. 965. 

Eugene Morris, agent: Supplement No. 9 to I. C. C. 
No. 371. 

The item involved contains increased rates applicable 
to the transportation of woven wire fencing material, etc., 
in carloads, from Anderson and certain other points in 
Indiana to Texarkana, Ark.-Tex., and other points, and 
its operation had previously been suspended from Sept. 
25, 1913, until Jan. 23, 1914. 


January 17, in I. & S. 361, the Commission suspended 
from February 9 until May 1 Supplement 18 to Canada 
Atlantic Transit Co. I. C. C. T-54. 

The suspended tariff contains proposed increased 
class rates applying from New York, Boston and cer- 
tain other points to St. Paul, Minn., and points taking 
same rates. 

Similar increases contained in tariffs filed by various 
eastern lines, to become effective January 1 and certain 
later days, was suspended until May 1. 

December 18, in I. & S. 316, the Commission further 
suspended from January 29 until July 29 schedules con- 
tained in the following tariffs: 

Atlantic Coast Line Railroad Co.—Supplement~ No. 
143 to I. C. C. No. 56650. 

Carolina, Clinchfield & Ohio Railway—Supplement 
No. 2 to I. C. C. No. 352. 

Norfolk & Western Railway Co.—Supplement No. 40 
to I. C. C. No. 4440. 

Seaboard Air Line Railway—Supplement No. 6 to 
I. C. C. No. A-2800. 

Southern Railway Co.—Supplement No. 36 to I. C. C. 
No. A-3500. 

The schedules involved contain increased class and 
commodity rates from Norfolk, Richmond, Lynchburg 
and Roanoke, Va., and other points taking Virginia Cities 
rates to Vicksburg, Miss., Montgomery, Ala., Atlanta, 
Ga., and other southern points, the operation of which 
was previously suspended from October 1 and 10 to 
January 29. 





December 18, in I. & S. Docket No. 313, the Commis- 
sion further suspended from January 26 until ‘July 26 
schedules in supplement No. 12 to the Missouri Pacific 
Railway Co.; St. Louis, Iron Mountain & Southern Rail- 
way I. C. C. No. A-2159. 

The schedules provide for the cancellation of rates 
on uncompressed cotton and cotton linters from Arkansas 
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points to Little Rock, Morrilton and Conway, Ark., to 
be concentrated, compressed and reshipped to interstate 
points, the operation of which was previously suspended 
from September 28 until January 26. 





January 17, in I. and S. Docket No. 371, the Commis- 
sion suspended from February 14 until June 14 all sched- 
ules on page 9, supplement No. 31, to Leland’s I. C. C. 
No. 895. 

It is proposed by the schedules involved to increase 
rates applicable to the transportation of cement, in car- 
loads, from Ada, Okla., and a number -of points in the 
state of Louisiana. For example, the present rate from 
Ada to Jones Spur, La., a point located on the Iron Moun- 
tain road just south of the Arkansas-Louisiana state line, 
is 15 cents per 100 pounds; the proposed rate is 26% 
cents per 100 pounds, an increase of 11% cents. Rates 
to some 66 other points will be affected in a like manner. 

January 17, in I. and S. Docket No. 372, the Commis- 
sion suspended from February 1 until June 1 rule No. 
1311, supplements Nos. 16 and 17, to Hosmer’s I. C. C. 
No. A-396. 

The suspended rule provides for the application of 
class B rating on shipments of potatoes, ‘in carloads, trans- 
ported between points in Western Classification territory 
and is published as an exception to the Western Classifi- 
cation which names class C rating on this commodity. 

Illustrating the effect of the proposed change, class 
C rate from Plankinton, S. D., to Kansas City, Mo., via 
the Chicago, Milwaukee & St. Paul Railway is 32 cents 
per 100 pounds, class B rate between same points is 39 
cents per 100 pounds. 


January 21. By an order entered the 17th, in I, & S. 
Docket No. 346, the Commission suspended from January 
23 until March 29 the operation of item No. 1041, page 
9, supplements Nos. 13 and 16 to Chicago, Rock Island 
& Pacific Railway tariff I. C. C. No. C-9501. The suspended 
item reads as follows: 

“*The inbound switching on grain at Kansas City, Mo., 
Armourdale (Kansas City, Kan.), Kan., will not be ab- 
sorbed until 90 per cent of the inbound tonnage has 
been forwarded as grain or grain products, from Kansas 
City, Mo., Armourdale (Kansas City, Kan.), Kan., over the 
C., R. I. & P. Ry. Rails.” 

*Advance. 

Under present tariff provisions switching is absorbed 
regardless of the percentage of inbound tonnage forwarded 
as grain or grain products out of the points mentioned, 
over the C., R. I. & P. Railway rails. 

January 22. By an order entered the 17th, in I. & S. 
Docket No. 370, the Commission suspended from February 
1 until June 1 the operation of a certain schedule con- 
tained in supplement No. 15 to Grand Rapids & Indiana 
Railway tariff I. C. C. No. 999. 

It is proposed by the schedule involved to increase 
rates applicable to the transportation of plaster, in car- 
loads, from Grand Rapids, Mich., to Armsby, Ill. The 
present rate is 9% cents per 100 pounds, the proposed 
rate is 16% cents per 100 pounds, an increase of 7 cents. 





EXPLOSIVE HEARING 


Another hearing was had on Thursday on the proposed 
amendments to the regulations covering the transporta- 
tion of explosives and other dangerous articles by freight, 
suggested by Col. B. W. Dunn of the Bureau of Explosives. 
Practically all the time of the morning session was de- 
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voted to the objections .of the wooden barrei, the pe- 
troleum, powder and projectile interests. John A. Morgan 
appeared in behalf of the American Cooperage Associa- 
tion, composed of 150 organizations interested in the 
wooden barrel, C. D. Chamberlin for the independent pe- 
troleum interests, Mr. Connable for the manufacturers 
of explosives, Thomas O. Cole for the Bethlehem Steel 
Co., a manufacturer of explosive projectiles, and Mr. 
Bigelow for the fireworks manufacturers. 

The cooperage and independent petroleum interests 
co-operated, although Messrs. Morgan and Chamberlin 
conducted their case independenily of each other. Mr. 
Morgan insisted that the elimination of the wooden barrel 
after Jan. 1, 1915, will be an unnecessary hardship upon 
both the manufacturer and the user of that kind of con- 
tainer. He sharply challenged the assertion of Colonel 
Dunn that his inspectors had not the time to make notes 
in a book of exceptions which the wooden barrel interests 
asked to be used in checking up the relative merits of the 
metal and wooden container for gasoline and other pe- 
troleum products. He said that the notes in the books 
desired to be kept by the wooden barrel men could be 
made by agents at small stations, where there are from 
100 to 1,000 inhabitants, in twenty minutes and that the 
notes as to condition of the two kinds of containers at 
stations as large as St. Louis could be made in two hours. 

Mr. Bigelow, after paying a tribute to the work done 
by Colonel Dunn in promoting safety, said that he could 
not allow the provisions of section G, group 1, in For- 
bidden Explosives, to pass without making a strong pro- 
test. That provision authorizes the exclusion of fireworks 
that ignite spontaneously or “undergo decomposition.” 
He said that that is based upon a chemical test at which 
no representative of the fireworks people was present. 
He said the provision is too ambiguous. Colonel Dunn, in 
defending the proposed right of the carrier to deny trans 
portation to such articles, said it had been arrived at, after 
years of discussion among chemists, and that shippers 
have always been privileged to be present at all experi- 
ments. Mr. Wagner, Mr. Bigelow’s client, said that he 
has been the target for years for the “trust.” He thought 
the tests proposed were not fair to him. Chairman Clark 
suggested that Messrs. Bigelow and Wagner might as- 
sume that the Commission would not approve anything 
that would not apply equally to all parties. The chairman 
said that it does not help the Commission discharge its 
duty to make regulations for parties to conduct inde- 
pendent experiments at opposite ends of a town and 
then come before the Commission with conflicting state- 
ments. He suggested that it will require co-operation to 
get rules for safety that will bear equally upon all. 

Mr. Bigelow took special exception to the prohibition 
of white and yellow phosphorus fireworks, as being 
aimed especially at the interest he represents. Colonel 
Dunn said that chemists the world over are agreed that 
white and yellow phosphorus fireworks should not be 
transported. Mr. Bigelow said that his client is the only 
one that markets them. They are made in Spain. 

Mr. Chamberlin objected to the establishment of reg- 
ular and separate days for the transportation of dangerous 
articles other than explosives on the ground that it de- 
lays shipments by independent producers of gasoline and 
favors the big companies formerly composing the Standard 
Oil combination, which maintain distribution tanks and 
tank wagon service. He also objected to the regulation 
requiring the shipper to see to it that tank cars are in 
condition, claiming that that will be used by carriers for 
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declining claims. He said the legal responsibility of s: 
ing that vehicles are in condition rests upon the carri: 
and he wants to keep it there. He also objected to 
proposed 60-pound cold water pressure test for tank ca) 
claiming that the 40 pounds now in use is ample securit 
Colonel Dunn said the 40-pound test was agreed uy 
ten years ago so as to allow the use of equipment tl! 
was old then. The aim now is to keep that old equ 
ment from being used in the transportation of gasoline 

Mr. Connable objected to limiting shipments of bla 
powder to 150 pounds, because South Americans oft: 
want shipments in 200-pound units, so as to allow t! 
canvas package containing cans of powder to be load 
on mules. 

Mr. Cole’s objections were to what seemed to hin 
ambiguity, but Chairman Clark suggested that some ot 
the changes were made so as to cover the peculiar con 
ditions of his clients and that he doubted whether ther: 
would be any misunderstanding of the rules. 


BILL OF LADING HEARING 


THE TRAFFIC SERVICE NEWS BUREAL 
Colorado Butlding. Washington, D. 

Agreement that the carriers and the shippers shall 
join in a request to the Commission to allow carriers to 
adjust claims, notwithstanding the four-month provision 
in the bill of lading, was reached in a conference on Fri 
day between those attending the uniform bill of lading 
hearing. The conference dt which that agreement was 
reached was marked by another agreement to which 
majority of the shipping interests represented at the 
hearing are parties. 

That agreement is that the third paragraph of th: 
third section of the bill of lading shall read as follows 
“Claims for loss, damage or delay must be made in writ 
ing to the carrier at the point of delivery or at the point 
of origin within six months after delivery of the propert) 
or, in case of failure to make delivery, then within six 
months after a reasonable time for delivery has elapsed 
Unless claims are so made, the carrier shall not be liabl« 
but such claim need not include a statement of the amount 
thereof, if unknown to claimant at the time of making 
same.” 

The compromise on six months instead of four wa 
reported by Francis B. James from the conference, whic! 
was presided over by H. G. Wilson of the National In 
dustrial Traffic League. The conference itself was the 
result of a talk between W. E. Lamb and George F 
Brownell, representing the carriers. Mr. Lamb asked 
Mr. Brownel) if it would not be possible for the shippers 
and carriers to get together with regard to the just claims 
which have been shut out by the insistence of the Com 
mission that the four months’ rule must be observed fron 
and after October-1. Mr. Brownell said that he was in 
favor of uniting in such a request to the Commission, be 
cause, under the pressure from the Commission, man) 
earriers are fully aware that they will discriminate agains: 
shippers who have just as equitable claims as others, but 
will be shut out by a close attention to the terms of the 
bill and the classification to which the tariffs refer in 
some instances and not in others. 

Mr. Cornelison was on the stand at the time the talk- 
ing was going on between Messrs. Brownell and Lamb and 
others, who are really more interested in the settlement 
of claims that promised to be outlawed by the tightening 
up on the part of the Commission. He was continuing 
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is line of objections to the natural shrinkage rules pro- 
osed by reason of the experiments of the Department 
f Agriculture, but interest centered in the exchanges 
zoing on rather in his testimony. 

As soon as the Thursday afternoon session was over 
the first conference was called, and it continued until 
linner time, and then into the night. The Friday morn- 
ng hearing was delayed by the conference until noon, 
vhen the fact that an agreement had been reached was 
formally reported to Special Examiner Mackley and made 
1 part of the record of the hearing, so that it could be 
ised in the arguments set for the next day. 

Assent to the agreement was expressed by Mr. Bel- 
sterling, for the steel people, by Mr. Wilson, chairman 
of the conference, for his Kansas City interests, he thus 
limiting his assent, because he had no authority to act 
in that matter for the Industrial Traffic League; A. P. 
Husband, for the National Federation of Millers; Francis 
B. James, for the Philadelphia Commercial Exchange, and 
C. J. Austin, for the New York Produce Exchange. 

Dissent was expressed by C. T. Bradford, for the In- 
ternational Harvester Co., and E. L. Ewing, for furni- 
ture interests at Grand Rapids and Chicago. They 
think the time should be longer, favoring a year for the 
filing of claims. 

Mr. Brownell said he spoke for the eastern and west- 
ern roads, with few exceptions, in saying that the car- 
riers will join in the request for permission to adjust 
claims arising before December 1, and a further request 
that. as to claims arising since December 1 the time 
limit be fixed at March 31. 


The basis for this agreement is the fact that many 
commodities are carried on tariffs which make no refer- 
ence to any classification in which the bill of lading is 
carried, and therefore as to them the four months’ rule 
does not apply; that many carriers have held that a 
mere letter from a shipper that there is a claim is a 
filing within the terms of the bill of lading, although 
obviously that it is not a compliance. Mr. Brownell said 
the carriers know that if the desire of the Commission 
is complied with, discrimination will be made unless 
some of the claims already allowed are canceled and 
the railroads demand a return and get the money. He 
cited one instance in which letters the carrier deemed 
sufficient notice that reecived on the same day. The 
four months’ limit expired before one of them was acted 
upon. The claim immediately preceding it, with an iden- 
tical notice, came within the four-month limit, so the 
one shipper got his money, but the other did not. 


Immediately after the agreement was reported W. J. 
Evans, traffic manager for the National Implement and 
Vehicle Association, was put on the stand to explain 
that settlements between manufacturers and their agents 
are made but once a year, and the manufacturer often 
does not know there is a claim of that kind until the 
settlement is made. Mr. Bradford of the International 
Harvester Co. corroborated him. 


Later in the day Mr. James put on the stand W. J. 
Wilson, claim agent of the Reading, to offer such ex- 
planation as he desired of the refusal of that company to 
pay a claim under an “order bill of lading which the 
claim agents of other roads involved are willing to 
allow.” The invoice section of the bill is the one which 
Mr. Wilson’s testimony was intended to illuminate. Mr. 
James followed Mr. Wilson, with J. W. Woolman and 
J. W. King, shippers, who have not been able to get an 
adjustment on that claim, to which reference was made 
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at the hearing more than,a month ago. It is considered 
to be one of the most aggravated claims that has ever 
arisen under the provision of the bill requiring settle- 
ment on the original invoice price, which the consignee 
cannot obtain. 


SPECIFIC 5 PER CENT DATES SET 


The Commission on Tuesday announced hearings on 
Specific Commodities under the 5 per cent advanced rate 
case. The hearings will begin on January 26 and con- 
tinue for every day except Sundays and holidays until 
March 5. The hearings are as follows: 

January 26—Petroleum. 

January 27—Ice. 

January 28—Tile, Brick, Clay. 

January 29—Boots and Shoes. 

January 30—Flour. 

January 31—Peanuts. 

February 2-4—Bituminous Coal. 

February 5—Linseed Oil, Corn Oil, etc. 





February 6—Glucose, Starch and other corn by: 
products. 
February 7—Wooden Barrels, Pails, Tubs, etc. 


February 9—Sand and Gravel. 

February 10—Cement. 

February 11—Iron and Steel Articles, Cast Iron Pipe, 
and raw materials entering into the manufacturing proc- 
esses of same. 

February 12-14—Lake-and-Rail Rates. 

February 16—Glass. 

February 17—Coffee. 

February 18—Pulp_and Paper. 

February 19—Plaster. 

February 20-2i—Lumber and Forest Products. 

February 24—Packing-House Products. 

February 25—Limestone. 

February 26—Salt. 

February 27—Fruit. se 

February 28—Stone, Marble, Granite. 

March 2—Hides and Leather. 

March 3—Sugar, Molasses and Syrup. 

March 4—Truck-Farm Products and Fish. 

March 5—Hay and Grain. 


ARGUE ILLINOIS COAL CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

All the contentions that have been argued back and 
forth by the coal mine operators and railroad traffic man- 
agers in Illinois and Indiana for years past came before 
the Commission on Thursday in the arguments on the 
complaint of the Auburn & Alton Coal Co, and others 
against the Atchison and other carriers. The arguments 
brought out a greater number of attorneys than any re- 
cent proceeding before the Commission. There are four- 
teen briefs on file. The whole of the morning session 
was given over to the complaints and some of the inter- 
veners. 

Briefly stated, the complaint of the Auburn company is 
that the rates from its mines in the northern part of the 
Springfield group are too high because the Springfield 
group has been unduly extended. The rates attacked are 
those to Iowa, Missouri, southern Minnesota and southern 
Wisconsin. It asks that the Springfield group be divided 
at the Montgomery and Christian county line and that 
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the rates north from the northern part of the district 
be made a 1i5-cent differential under the northbound 
rates from the southern part of the field, so as to give 
it the advantage of its location. 


There are interveners in behalf of the complainant 
and against it, according to the geographical situation of 
the mines of the intervener. Frank Crozier, attorney for 
the Auburn company, bore the brunt of the argument, 
bringing to the notice of the Commission mileages and 
rates per ton-mile in great mass to sustain his contention 
that his clients should have the relief contended for. He 
dwelt upon the fact that the district is divided, so far 
as the rate is concerned, on southbound tonnage. He 
asked that the same recognition of geographical difference 
be accorded to northbound tonnage. 


William A. Glasgow, attorney for the intervening 
Third Vein Northern Illinois operators, Spring Valley Coal 
Co., La Salle County Carbon Coal Co., Oglesby Coal Co. 
and others, suggested that the differential of the southern 
Illinois and the Sullivan-Linton district in Indiana over 
the Third Vein to points on the Mississippi River and in 
western Wisconsin should be at least one dollar, and 
that this should be graded down so that Centralia, Belle- 
ville, Brazil and Duquoin should be 80 cents over the 
Third Vein mines. 

He supported Crozier’s position that the Springfield 
district should be divided and that the differential for the 
southern part of the Springfield district, and Danville dis- 
trict should be 60 cents over the’ Third Vein and that 
the northern part of the present district should be main- 
tained at the present 40 cents over the Third Vein. 

John §S. Burchmore, representing the Centralia Coal 
Co. as an intervener against the complaint, also argued 
for the fixing of relations between the different districts 
along the lines indicated by Mr. Glasgow, but with some 
distinctions, because his clients’ interests are not iden- 
tical with those of Mr. Glasgow. 
© C. R. Hillyer, in behalf of coal operators in Franklin, 
Williamson and Jackson counties, opposed the main com- 
plaint and argued that, taking one of the tests suggested 
by the complainant, that of the British thermal unit, 
the rates now in existence were unconsciously fixed by the 
carriers so as to put the operators on an equality as 
near as possible. He read from figures prepared accord- 
ing to that test to show that no matter what the railroad 
rate or the price of the coal the result is practically the 
same, so far as the consumer-is concerned. He said 
it is necessary to carry out the calculation to the sixth 
decimal to show that the cost of a given quantity of heat 
at any one of the consuming points mentioned is not the 
same. In other words, the rates forced by commercial 
differences come pretty near placing the contending mine 
operators on a footing of equality, 


But he did not approve that way of making rates. 
He merely used material furnished by the complainant 
to uphold his fight for a differential, to show that giving 
play to facts about commercial differences notwithstand- 
ing the decisions of the courts to the contrary, the present 
adjustment is not one about which the complainant can 
make a justifiable complaint. 


Mr. Hillyer complained that Mr. Crozier, in his brief 
and in his reply brief, had taken testimony not introduced 
into this case. Mr. Hillyer mildly protested against al- 
lowing complainants to go thus far afield in supporting 
what he said was a poor record made at the hearing. 
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ARGUE RICE COMPLAINT 


THE TRAFFIC SERVICE NEWS BUREAI 
Colorado Building, Washington, D. ( 


In the complaint of the Louisiana State Rice Millin: 
Co. against Morgan’s Louisiana & Texas Railroad and 
Steamship Co. and others, Frank Lyon, for the complain 
ant, said there are only two questions involved in this 
matter. -The first is as to whether a shipper is entitled 
to a written receipt (bill of lading), and second, as to 
whether a “shipper’s load, count and weight bill of lading’ 
is a receipt. 

He said that the bill of lading that is given ric 
shippers in Louisiana is not a receipt within the ordinary, 
meaning of the word, because a receipt is the written 
evidence of the character of the property delivered by 
the holder of it to the person who gave it. 

He submitted that such a bill of lading, in which the 
carrier transports something it knows nothing about, and 
declines to inform itself; on a rate published for a certain 
article, is not a compliance with the duty of a carrier 
as indicated in the Carmack amendment, which requires 
the railroad company to give a receipt. 

“The shipper’s load and count is not good enough to 
entitle him to receive a clean bill of lading, but it is good 
enough for the collection of the revenues of the carrier,” 
observed Mr. Lyon. “This record discloses the fact that 
only where the Southern Pacific controls does the carrier 
insist it will not examine freight offered to it to see 
that it is as described, and give a receipt stating what 
it is and how much there is of it.” 

Fred H. Wood, arguing for the carriers, contended 
that in the Ponchatoula case and the suspension of West- 
ern Classification No. 51, the Commission approved ship- 
per’s load and count bills meet the requirements of a 
carrier’s legal duty. The Carmack amendmént, he said, 
was not intended to impose upon the carriers the duty 
of furnishing receipts or bill of lading. Its purpose was 
to require carriers to furnish receipts for goods going 
beyond the rails of the carrier issuing it. 

“The courts had often held that it was no part of 
the duty of a carrier to furnish a receipt for goods going 
to a destination beyond its own lines,” said Mr. Wood. 
“The purpose of Congress was to extend the duty of 
carriers, not to define what a bill of lading is or should 
be. At the time of the passage of that bill shipper’s load 
and count bills of lading were in common use. It must 
be presumed that Congress knew of their existence and 
use.” 

Mr. Wood then discussed the court decisions in Brit- 
ish, state and federal courts upholding such bills of lading, 
claiming that without exception such bills of lading were 
held to be lawful up to the time of the passage of the 
Carmack amendment. 

“Obviously the Commission in disposing of Western 
Classification No. 51 was of the opinion that the Carmack 
amendment did not change the law as declared by the 
courts up to that time,” said Mr. Wood. 

Mr. Wood said the carriers decline to issue 
bills of lading at tracks where the industry 
loading because of the expense of providing checkers to - 
stand at the doors of the cars, which Assistant General 
Freight Agent Lallande of the Southern Pacific said would 
amount to $135,000 a year in Louisiana alone. He said 
the complaining rice millers have shifted their position. 
First they thought they should have checking by the 
railroad company because their mills are near the freight 
stations; next they thought their checking clerks should 
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be designated as agents of the railroad company for the 
issuance of -clean bills of lading. Their present position 
is that clean bills of lading should be issued regardiess 
of any or all the reasons why the carriers should not 
be required to change their practice. 

Answering Mr. Wood, Mr. Lyon said that notwith- 
standing all that had been said by Mr. Wood, the real 
question as to whether a carrier is required to give a 
shipper a receipt and whether the shipper’s load and count 
bill of lading is a receipt within the meaning of the law. 
He went so far as to say that at one time he was con- 
templating going to court to ask for a mandamus on 
the ground that the carrier contracted in its tariff to 
carry rice for such and such a rate and then refused to 
look into cars loaded by his clients to see whether the 
commodity therein loaded was rice or something else. 

“These carriers object to taking a shipper’s word for 
rice,” said Mr. Lyon, notwithstanding the fact that if 
a shipper makes a false statement as to what he is ship- 
ping he goes to the penitentiary. This Commission knows 
that carriers all over the country transact business on 
the assumption that shippers are honest. If they are not 
the law provides the penalty of fine and imprisonment or 
both. Business is not done on the assumption that men 
are dishonest. 

“The fact that there may be one dishonest shipper 
in a thousand is no reason why the 999 honest ones 
shall be placed so that when there is loss they must bear 
the burden of proving it. I admit that if the carriers 
were to place checkers at every car, the expense involved 
would be tremendous. They come here and tell us that 
in investigating loss and damge claims they proceed the 
same, no matter whether it is a shipper’s load and count 
or a clean bill. If that is so why can they not issue clean 
bills of lading? They come here with virtuous protesta- 
tions, but recent investigations indicate that there was 
at least need of such investigation. 

“The fact is that these bills are used to hide behind. 
The Commission knows that until it threatened criminal 
prosecutions, .the carriers retained millions of dollars be- 
longing to shippers who had filed claims, upon which the 
carriers refused to act, except in the most dilatory manner. 

“The cases cited by Mr. Wood are elemental. They 
must be for the instruction of counsel. They cannot be 
for the illumination of the Commission. There has been 
no dispute about principles laid down in the time of 
William the Conqueror, when a bill of lading was a 
contract between shipper and carrier, which it is not now.” 

“Are the laws for the punishment of burglary an in- 
surance against burglary?” inquired Mr. Wood. 

“That’s too deep for me,” retorted Mr. Lyon. 


THE LUMBER BLANKET CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. Cc. 


Walter E. McCornack spoke first in the argument of 
the case of the Wisconsin & Arkansas Lumber Co. and 
13 other companies against the St. Louis, Iron Moun- 
tain and connecting carriers, the object of which is to 
break up the blanket on yellow pine west of the Missis- 
sippi River. It takes a rate of 16 cents from all that 
vast territory to points in C. F. A.. Mr. McCornack held 
that it is a gross injustice to charge points 400 miles 
more distant the same or less than is charged firms 
south of the proposed dividing line. He thought that in 
the event the Commission thought it impossible to divide 
the blanket they should order in rates on the mileage 
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basis, although, he said, the Commission had in several 
cases already broken the blanket. 

He also attacked the poverty plea of the Iron Moun- 
tain, and said that its business had increased enormously 
during the last three years, and he called on the Com- 
mission to compel it to file the reports which they had 
been filing previous to 1911. He said the blanket exists 
in spite of the fact that there are lower rates through 
Vicksburg and Baton Rouge. 

Counsel for the intervening petitioners included 
Luther M. Walter and L. C. Boyle. They opposed the 
breaking of the blanket on the ground that the breaking 
would increase the value of stumpage in Arkansas and 
reduce it in Louisiana and Texas, and that the public 
would get little or no benefit. He said the breaking of 
the blanket would result in competition on the long dis- 
tance lines reaching the extreme southern territory with 
the lines reaching Arkansas, by means of lower rates, 
and would result in disaster to the lumber trade and be 
prejudicial to every manufacturer, retailer and consumer. 


SHRINKAGE ARGUMENT POSTPONED 





THE TRAFFIC SERVICE NEWS BUREAU 
Colorado Building, Washington, D. C. 
Contrary to expectations, arguments were not made 


in the matter of the uniform bill of lading on January 
17. When the time came Messrs. Hopkins, Lamb and 
Brownell joined in asking that the matter go over to a 
later day. Carriers and shippers wanted to examine the 
testimony put in Friday concerning the value of experi- 
ments made by the government as to natural shrinkage. 

All consented to that arrangement except H. B. Dor- 
sey, a Texas grain dealer, who spoke for himself and 
others in Texas, and E. N. Ferguson of New York, who 
said he had not received notice of the hearing until 
Friday, and then came to the Commission at 11 o’clock, 
pecause, as he said, the notice said the matter would 
be brought up then. He said that when he got here he 
found that the hearing was held January 16 and that the 
arguments were scheduled for 10 o’clock Saturday. He 
addressed the Commission for a minute or two, breaking 
in on the shippers’ load and count case, which had been 
joined with the hearing on the uniform bill of lading 
matter, but Chairman Clark told him he could not break 
in in another case like that. 


Just before the adjournment for the day he again 
undertook to address the Commission, and was about 
to begin his recital about conflict in the notice, when 
Chairman Clark interrupted to say that the Commission 
would not hear argument on the matter until a later day, 
of which he would have notice. 


Mr. Dorsey was given 20 minutes, because he said 
he did not want to come to Washington again on this 
matter. In substance, he suggested the elimination of 
all language from the bills of lading that is ambiguous, 
especially as to responsibility for correctness of weights. 
He thinks it should always be the weight at point of 
delivery. The present system, he maintained, works 
great injustice to shippers and consignees, elevator 
weights being applied by claim agents whenever they 
are the lighter. In fact, he said, the lighter weight is 
always insisted upon by the carrier in settling claims. 
He urged that the invoice price, in many instances, does 
not represent the true value of the goods. There are 
many instances in which natural phenomena are con- 
trolling factors. Value should represent the actual loss 
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to the shipper at point of delivery. Commissioner 
Clements expressed the belief that such a system would 
result in discrimination. 

Dorsey opposed the four-month limitation on the fil- 
ing of loss, damage and delay claims, as in a large num- 
ber of instances it is impossible to get the large number 
of papers demanded by the carriers in such a limited 
period. He said that only recently the carriers have 
been enforcing the four-month limitation. He did not 
say that the greater care in enforcing that limit is due 
to the pressure of the Commission. 


COMMISSIONERS NOT YET NAMED 


THE TRAFFIC SERVICE NEWS BUREAU, 


Coiorado Building, Washington, D. C. 


On Monday morning President Wilson told the news- 
paper correspondents he was ashamed to admit that he 
was not near a conclusion as to the men who should be 
named to fill the vacancies on the Interstate Commerce 
Commission. The correspondents inferred that he would 
like to hear something on the subject from those who are 
taking an interest in the matter. Less than two hours 
after he had expressed the desire to be enlightened Sec- 
retary Lane, formerly Commissioner Lane, was at the 
White House, accompanied by former Assistant Secretary 
of Commerce and Labor Wheeler of San Francisco. Soon 
after they left the White House, Senator Hollis and D. O. 
Ives were ushered into the. President’s office. The in- 
ference drawn from the two visits is that Secretary Lane 
is backing Mr. Wheeler to the extent of his great influence 
at the White House, notwithstanding the fact that Mr. 
Wheeler is a Republican. Secretary Lane, when he ac- 
cepted the portfolio of the Interior Department, persuaded 
the President to appoint the late John H. Marble as his 
successor. It is natural that Mr. Lane should be con- 
sulted with regard to the Pacific Coast vacancy, but if he 
is recommending Mr. Wheeler he will probably give great 
offense to Democrats of the territory west of the Mis 
sissippi River. 

Assuming that the support as a Democratic senator 
is necessary to forward the interest of Mr. Ives, the best 
he could do was to go to New Hampshire for support, be- 
cause both senators from Massachusetts happened to be 
Republicans. 

President Wilson allowed it to be understood that he 
expected soon to be able to announce his selections to fill 
the vacancy which will be a fact when he accepts the 
rsighation of Commissioner Prouty, and that created by 
the death of Commissioner Marble. He did not indicate, 
in the slightest degree, which of the dozens of men who 
have been mentioned are now under the serious consid- 
eration that precedes selection. To that list must be added 
the name of C, W. Heald of New York. His name has 
been mentioned only during the last few days, but his 
Buffalo friends believe that he will be selected to succeed 
Judge Prouty. 

At the same time the President laid down a rule that 
should be remembered by all those interested in any 
proceeding before the Commission or ‘suits in court in- 
volving rates, rules or practices by railroads. The rule 
is that when you read that the President has expressed 
an opinion or issued an order in connection with any 
matter so pending before the Commission or the courts 
it is not true. 

That is his answer to the report that he had “ordered 
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the Commission to grant the application of the easter 
carriers for authority to make a 5 per cent increase i: 
their rates.” That report has persisted so long that th 
President was finally forced, by reason of the inquiri 
of the newspaper correspondents, to take notice of i 
Up to this time he assumed that everybody intereste 
would see how absurd it was that he did not deem i 
necessary to make any answer except to shrug his shou 
ders or turn off the inquiry with a quip. 


ANOTHER BROKEN RAIL WRECK 


THE TRAFFIC SERVICE NEWS BUREAI 
Colorado Building, Washington, D. ( 

In his report.on the derailment of a passenger train 
on the Central of Georgia, near Clayton, Ala., Novembe: 
13, in which nine passengers were killed and 389 pas 
sengers and one employe were injured, Chief Inspecto: 
Belnap shows that the primary cause of the wreck was 
a broken rail, rolled at Bethlehem, Pa., in 1883, used in 
one part of the road from that time until 1894 or 1895, 
and then transferred to the point where it caused the 
derailment. 

According to his report, Mr. Belnap found that part 
of the road in a “deplorable condition.” Speed incon 
sistent with the condition of the track was a big con 
tributing factor. He doubts whether trains could be run 
with safety even at low speeds. He said, considering 
the weight of engines, cars and speed, these rails have 
outlived their usefulness. 

In a 1,320-foot section of the track on which the de 
railment took place he found six broken rails. Three 
of the broken rails were spliced together with pieces o! 
fish plate. Some of-the fish plates at the breaks were 
attached to only one part of the broken rail. In the mil 
of track west of the point where the wreck occurred he¢ 
found 16 broken rails. In a 240-foot section immediatel) 
west of the point of the wreck 24 bad ties were. found 
A bad tie in that part of the country means a tie in 
which spikes will not hold at all. Mr. Belnap pulled 
seven spikes with his hands. In one 630-foot section 
immediately west of the one mentioned just above eight 
bad ties were found under one 30-foot rail. The section 
foreman in charge of these tracks had two men to help 
him, but the inspector found that he was not given ma 
terials with which to make repairs, even to keep it in 
condition for the two trains each way that daily passed 
over it. 


CHARGES REBATING 
Investigation of the charges in the resolution of Sen 
ator Lane of Oregon that railroads have -granted rebates 
or other preferences to the United States Steel Corporation 
during the last six years was considered January 16, with 
out action, by the Interstate Commerce Committee. Re- 
quest was made of Senator Lane to make further inquiry, 


the committee to await his report before determining 
upon a course of action. The committee drew up a sub 
stitute resolution, which was submitted to Senator Lane, 
and will decide whether the proposed investigation shall 
be made by the Interstate Commerce Commission, as 
suggested by Senator Lane, the Bureau of Corporations, or 
the Department of Justice. 

The committee also discussed the advisability of hav- 
ing appear before it William H. Green, Creighton, Neb., 
whom Senator Lane named as having knowledge of the 
matter. 
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In the Matter of Private Cars 


Commission Begins at Chicago Comprehensive Investigation as to Relations Between 


The private car hearing began before Commissioner 
McChord at the Hotel La Salle, Chicago, January 21. Spe 
cial Examiner Geo. P. Boyle appears as attorney for the 
Commission, assisted by E. W. Hines. The representation 
f attorneys for private car owners and carriers includes 
a very large number of those who are prominent in. com- 
merece matters throughout the middle West. 

In response to the questions asked of the carriers 
by the Commission, replies were very generally received, 
and these have been summarized in tabular form in a 
series of nine exhibits, which were distributed to all in- 
terested parties at the opening of the hearing. 

Mr. Boyle made the opening statement, He said that 
up to the time of beginning this investigation the Com- 
mission had no data, not even the names of owners of 
private cars or the number of cars owned. He stated 
that it was the proposal of the Commission to go into the 
question of the operation of private equipment, the value 
of it, the cost of repairs, loading, the return of empty 
equipment and the basis of compensation, The responses 


to the questions in the matter of repairs vary so greatly . 


that they will require explanation in detail. Practically all 
private car equipment is paid for on the mileage basis, 
while foreign equipment is paid for between carriers on 
the per diem basis. He asked the question why there 
should be any difference in the treatment of the two 
classes of equipment. He thought that the two kinds 
should be placed on a uniform status. Some car com- 
panies own equipment and rent it to the railroads. There 
is a difference of plan in the contracts between the dif 
ferent companies and different roads. The private car 
companies file no tariffs, and the private arrangements 
between the companies are likely to have a vital effect on 
freight rates. He said it was a question whether all this 
equipment should not be owned by the carriers. 

Another question was in regard to rebuilding, and 
whether any class of equipment is given preferred serv- 
ice. It is generally agreed that this class of equipment 
is used largely in expedited service. The investigation 
would touch upon the matter of refrigeration. The Com- 
mission would like to know where, by whom, and at what 
cost refrigerating operations are carried on, to what ex- 
tent should the carriers furnish their own refrigeration, 
and to what extent should shippers be required to refrig 
esate. 

In regard to icing, the question would be gone into 
whether the carriers own their own icing stations or ob- 
tain their ice from stations operated by private car lines 
or shippers. In all of these matters it is the intention 
to go into detail. Finally, any question relating to the 
relation of private car lines, shippers and carriers, each 
with the other, would be touched upon, and whether in 
any of these relations there is anything in violation of the 
Act to regulate commerce. It was explained that the 
nine exhibits of which mention has been previously made 
were compiled largely upon the answers to questions sub- 
mitted to carriers and from data collected by the Com- 
mission itself. 

Ground Covered by Exhibits. 

The first exhibit related to lines of cars not owned 

or controlled by shippers. Exhibit 2, to railroad home 





Owners of Private Cars, Carriers and Shippers 





equipment, classified. Exhibit 3, reports of private car 
owners and operators. Under the item of other expenses 
in this series of questions the variations were from $3.95 
to $195 per car, due to difference in systems of ac- 
counting. There was said to be about the same char- 
acter of difference in the report as to the cost of repairs. 
Exhibit 4 represents the actual performance of repre- 
sentative cars. The question to which this furnishes the 
answer asked for data concerning 25 cars consecutively 
numbered. Exhibit 5 is a statement of the mileage made 
by private cars over 127 representative roads. Exhibit 
6 related to the loaded and empty mileage of refrigerator 
and stock cars owned by packing-houses, not the showing 
of the total, but of representatives. Exhibit 7 was a 
compilation from railroad reports, given under oath, of 
loaded and empty mileage over selected roads, as made 
by refrigerator cars. Roads were taken in the East and 
West and selected by the Commission. These covered 
cars owned by packers, and also by railroads who oper- 
ate their own private car lines. This exhibit shows 
that the percentage of loaded to empty mileage is greater 
in the East than in the West. Exhibit 8 shows the per- 
centage of loaded and empty mileage of refrigerator cars 
over lines of railroads that operate their own car lines, 
and comparison is made between the lines which are 
owned by the carriers and others. In nearly every in- 
stance the empty mileage of railroad-owned cars is lower 
than that of the cars owned by private companies. Ex- 
hibit 9 relates to the question of minimum weights. 

The first witness called was W. L. Barnes, superin- 
tendent of transportation of the Chicago, Burlington & 
Quincy. He verified the figures which Mr. Boyle read 
from the exhibit that the Burlington one year ago, or 
January, 1913, owned 2,460 refrigerator cars, which num- 
ber is less now by about 100; 15,764 coal cars, which 
number has been increased since that time; 6,865 stock 
ears, of which the number has increased, and 496 auto- 
mobile cars, some of these being 40 feet long and 10 
feet high, and the others 50 feet long and 10 feet high. 
This witness testified that there was a greater empty 
mileage with refrigerator cars than with box cars. The 
average run of all cars was about 30 miles per car per 
day, and the empty mileage would represent about 30 
per cent of the total movement. He had no separate 
figures relating to refrigerator cars in distinction from 
cars of all classes. He said that just before the opening 
of the fruit season cars would be accumulated at shipping 
points. Other uses for refrigerator cars, when not in 
the service for which they were intended, was in picking 
up dairy products on branch lines. About one-half of the 
total amount were required for that purpose. Other cars 
are used for the handling of potatoes in the winter sea- 
son. He said that this equipment was busy all the time, 
but Mr. Boyle wanted to know how it was occupied in 
spring and summer, before the opening of the fruit sea- 
son and after the chances of freezing potatoes had gone 
by. He said that many of the cars were on the lines of 
connecting carriers on a per diem basis of 45 cents, the 
same as for other equipment. 


One hundred and seventy-five of these cars were fur- 
nished with lined tanks for meat service. These were held 
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on orders from packers.at Missouri River points. He men- 
tioned, among others, Morris, Swift, Armour, Cudahy, Sulz- 
, These go to local points and some to points 
on other lines. Cars with these lined or brine tanks are 
not acceptable to shippers of fruit. In the first place, they 
do not hold as much ice as the car equipment for dairy 
service, the one class holding from 5,000 to 7,000 pounds 
of ice and the other from 7,000 to 10,000 pounds. Some 
merchandise and package freight are handled in refrig- 
erator cars on return trips. 

He mentioned a list of articles which were forbidden 
to be carried in refrigerator equipment. There would be 
a damage to freight on account of:the dampness. He men- 
tioned sugar as being one of the forbidden articles, but 
almost any kind of package freight could be carried with- 
out injury either to the car or to the freight. The cars 
which were intended for fresh beef, it was necessary to be 
especially careful of, in order not to put anything into them 
which should have a tendency to taint subsequent loads of 
beef. Sometimes the cars were returned empty and some- 
times loaded with perishable freight. 

He explained the pickup service on branch lines in the 
matter of dairy products which would be consolidated at 
junction points and move as through freight to destina- 
tion. The cars not only pick up but deliver on branch 
lines. Very little milk was carried in refrigerator cars, 
as this was transported in special cars on passenger trains 
He said that the Burlington had no contract with any dair) 
line. The dairy company sometimes ices at the point of 
origin. In the case of carload shipments the shipper fur- 
nishes ice and the railroad does it for less than carloads. 
It is the endeavor of the company to use its own equip- 
ment, but the dairy company cars were used to protect the 
business because shippers sometimes demand a special 
car. The carrier pays lc a mile for the service of the car. 
The business is very irregular, and the witness said that 
he did not know whether it would be more economical for 
the road to own enough cars to cover all business at all 
times or to follow the present plan. The competition be- 
tween different roads required the carrier to furnish the 
kind of car the shipper wants. The Burlington gathers its 
own ice, but occasionally buys of local dealers. 

At the request of Mr. Boyle the witness agreed to 
furnish a statement of the cost of icing, including salt, at 
its principal icing station, which is at Galesburg, lll. He 
wanted to know if the costs included freight rates, the 
cost of handling into and out of the icehouse, shrinkage, 
ete. Mr. Boyle also wanted to know whether this ice and 
salt, which was stored at the icing station, was handled 
over the road at commercial rates or as company’s material 
at a lower rate. The witness stated that the general store- 
keeper was in charge of the principal icing station. At 
unimportant points the icing station was in the charge 
of the mechanical department. 

On cross-examination by Luther M. Walter, the wit- 
ness stated that the empty mileage was greater’ westbound 
on all equipment. He said if he had empty box and empty 
refrigerator cars at the same point he would, of course, 
use the box car for a load of merchandise. The refrig- 
erator car is inconvenient to load at freight houses and the 
box car has a greater freight capacity. The racks and 
hooks in the interior of a refrigerator car interfere with 
complete loading. 

Exhibit 7 was read from to show that the total per- 
centage of loaded to empty mileage on the C., B. & Q. 
was 63 per cent loaded, and 37 per cent empty. The 
empty mileage on refrigerator cars was very little dif- 


berger, etc. 


ferent from that on the total amount of equipment. H, 
stated that the company does not pay the shipper fo 
putting in meat racks or hooks. There is variation ji) 
the proportions of empty mileage according to the clas 
of tonnage. 

He testified that refrigerator cars generally requir. 
a certain degree of cleanliness to be maintained, and thi 
prevents their use for many kinds of loading. The go\ 
ernment especially requires cleanliness in all matters pet 
taining to the carriage of articles of food. Refrigerato: 
cars were restricted more than other classes of 
He stated as to the volume of packing-house products that 
from 45 to 55 cars per day, not including peddler cars, 
were taken from Missouri River packing-house points. It 
is impracticable to transfer perishable freight. 

In answer to a question by Mr. Frederick, the witness 
stated that it was necessary for refrigerator cars to have 
hooks for the carriage of fresh beef, and these were put 
in at the expense of the shipper. As to the age of equip- 
ment, in answer to a question by Mr. Boyle, he said that 
15 years would represent about the age of the oldest car 
on the line. 


cars 


Complaints of Delay. 
He said that many complaints were received from 
packers in regard to delay of equipment, and this service 
was watched very closely. He thought that he could fur 
nish files containing all complaints that had been received 
in two years from private car owners as to delay caused 
by holding and for 
agreed to furnish a list of the 
bidden to be loaded in refrigerator cars and a list of the 
instructions to agents. He thought that it 
that refrigerator cars move faster than the general run 
of the equipment, even on the return empty trip. 
He also was requested to furnish a statement cove! 
ing two months, showing loading of and packing 


house products in cars owned by the road, and this list 


articles. He also 


articles which were for 


loading improper 


was probable 


meat 


to be divided between perishable and non-perishable 
freight. The months selected were April and Novembe: 
1913. 

The witness stated that the road now owns fron 


225 to 230 tank cars. Forty of these were assigned to 
hauling company fuel oil, 40 to hauling water for 
pany purposes, some for hauling creosote for company 
purposes for their tie-treating plants and some were in 
commercial service. They were also for hauling 
beet-root molasses from Colorado, He thought about 100 
of the cars were in commercial! service, but the cars in 
the service of the company are given preference. Mo 
lasses cars are necessarily kept in that 
creosote cars also. They had experimented with cleaning 
out a creosote car at one time, and the expense 
about $35. The business of operating tank cars is no! 
pushed, and not many products that must be handled 
in tank cars originate on the line. 

The car equipment is paid for on the mileage basis, 
made up from the conductor’s wheel report. These dis 
tances and amounts were figured out by the car account 
ant. No mileage was collected for service on terminals 
Reports are made out mostly in lump form. He as 
sumed that the owner gets a junction card, and aside 
from this he knew of no way in which the owner of the 
car could check up against the report rendered by the 
ear accountant. 

In answer to question by Mr. Walter, the witness 
stated that all private car owners were treated alike 


com 


used 


service, and 


was 


The knowledge, however, that a load was waiting for 
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the empty car would naturally expedite this movement. 
in this case it would not matter what was the class of 
equipment. 

The next witness was N. D. Ballantine, assistant to 
the second vice-president, C., R. l. & P., who was for- 
merly superintendent of car service of the same road for 
six and one-half years. He verified the reading by Mr. 
Boyle from the Commission’s summary that the Rock 
island owned 2,072 refrigerator cars, of which none were 
leased, although occasionally the company had so dis- 
posed of its cars. Forty-seven had been leased at one 
time from the Milwaukee Refrigerator Transit Co., and 
the witness stated that in cases of this kind the monthly 
rental would vary, according to the demand of the cars, 
from $18 to $30 per month. If in demand for refrig- 
erator service, the endeavor would be to hold on to its 
equipment. Otherwise they would be interchanged indif- 
ferently, the same as box cars. None of these cars were 
equipped for meat service, but practically all were used 
for dairy purposes. 

Ratio of Empty to Loaded Mileage. 

As to the proportion of loaded and empty mileage, 
this witness had been able to separate the refrigerator 
The percentage of loaded and empty 
were about 75 and 25, respectively, and refrigerator cars 
would show up about 5 per cent better than the total 
of all equipment. 


cars from others. 


He submitted a list published by the American Rail- 
way Perishable Freight Association of the rules and 
names of forbidden commodities in refrigerator cars. He 
stated that the Rock Island road had a very advantageous 
line of traffic to reduce the empty haulage. There was 
a demand for seed potatoes from Minnesota to Arkansas 
and Oklahoma, and on the return trips there was a de- 
mand for cars for cotton to be shipped for Japan through 
the Minnesota gateway. In the same way the cars which 
were used for the shipment of potatoes from Colorado 
were used for cotton on the return trip. 

Most of these cars were purchased in 1904 and 1905. 
Occasional complaints were received as to delay in 
handling private equipment, especially at times of con- 
gestion. Empty cars were returned in trains indiscrimi- 
nately unless there was a special demand; then they 
were sometimes moved in solid trains. There is a gen- 
eral demand for expedited movement in the case of 
refrigerator equipment, but this did not interfere with 
general traffic. The company’s own stock cars are moved 
in the same way. Icing, he said, was provided for in 
the tariff. The principal icing stations are at Silvis, IIl., 
Valley Junction, Topeka and El Reno. The company has 
76 tanks on lease, principally used in hauling creosote 
for tie treating, and nearly all in company service. No 
effort was made to supply tanks for commercial serv- 
ice, although they were occasionally leased. In this case 
there would be no charge for the service of the car, only 
the payment of the required freight charges. Mr. Boyle 
made the statement that-if the shipper leases the car 
from the Union Tank Line or any other tank car com- 
pany he would have to pay rent in addition to the pay- 
ment of freight charges. 

On cross-examination, Mr. Walter wanted to know if 
the expedited service was not due to the nature of the 
business. The witness did not think it was more so than 
in the case of any service. They followed the same plan 
with their own cars. The Commission’s statistical ex- 
hibits show that the empty mileage of private refrig- 
erator cars is 35.3 per cent, and this was less than that 
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on tank, coke, coal, poultry or any other class of private 
equipment. 

The witness read from the figures which had been 
furnished to the Commission by the Rock Island road as 
to the exact mileage of loaded and empty cars. These 
figures follow, the numbers less than 1,600 being omitted: 

armour Refrigerator Line loaded 1,678,000, empty 
1,387,000. 

Tropical Refrigerator Express Service loaded 155,000, 
empty 124,000. 

California Fruit Express loaded 51,000, empty 22,000. 

Fruit Growers’ Express loaded 1,396,000, empty 698,000. 

H. C. A. B. loaded 290,000, empty 145,000. 

Barbarossa Refrigerator Line loaded 3,858, empty 1,656. 

Cudahy Refrigerator Company loaded 867,000, empty 
778,000. 

Cold Blast Transportation Co, loaded 136,000, empty 
143,000. 

St. Louis Inde. Packing Co. loaded 138,000, empty 
909,000. 

Swift Refrigerator Co. loaded 3,555,000, empty 2,749,000. 

Morris & Co. loaded 1,583,000, empty 1,391,000. 

Santa Fe Refrigerator Despatch Co. loaded 1,280,000, 
empty 145,000. 

Pacific Fruit Express loaded 13,357,000, empty 5,433,000. 

Am. Ref. Transit Co. loaded 321,000, empty 97,000. 

Merchants’ Dispatch Trans. Co. loaded 468,000, empty 
124,000. 

Mr. Walter called attention to the fact that in the 
case of the Santa Fe Refrigerator Despatch Co., a railroad- 
owned company, the small proportion of empty mileage 
indicated that the empty equipment had been turned back 
to its own road to be returned over the Santa Fe, and 
therefore that the Santa Fe had the expense of returning, 
and it therefore would not be charged to the Rock Island. 
In answer to questions from Mr. Walter on this point, it 
was stated that the empty car usually goes back to the 
home road over the same line that the load took. In other 
cases the load sometimes goes back to the home line at 
any point. Refrigerator cars are turned back at once by 
the same route and the number turned over to the line at 
the nearest junction point would be very small. 

He said that the refrigerator cars were used many 
times for merchandise loading unless there was a shortage 
of cars, in which case they would be returned home in 
solid trains of empties. 

Beef cars are unsuitable for many classes of com- 
modities on account of the grease on the inside. 

Figures were read from Exhibit 8 of the Santa Fe Re- 
frigerator Dispatch, showing that the proportion of empties 
was 16.4 per cent, but it was explained that there were no 
empties on the home line because they probably had load- 
ing on the home line to which they were transferred at 
Chicago. 

The witness was questioned to some extent as 
to his opinion on the question whether the gar- 
riers ought to pay mileage on empty equipment. The 
witness replied that somebody has to pay for it, 
and he thought probably this was the simplest way. Mr 
Boyle asked if the carriers should pay as much for a car 
that cannot be loaded on the return trip. The witness ad- 
mitted that there was a distinction, and that the car would 
be worth more to the railroad if it could load it both ways. 
If it was possible to figure out a basis, there possibly might 
be a better way of paying for the use of this equipment. 
He was not prepared to speak as to the relative economy 
‘of mileage or per diem. There were good arguments on 
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both sides, and he thought if one carrier was able to earn 
more money out of the service of a car than another he 
should get paid for it. 

He said that he believed the road had no distance 
tariff, but the distances are approximately the same as 
shown on passenger timetables. 


Packing-House Products Steady Business. 


In answer to a question from Mr. Walter, he admitted 
that beef tonnage was regular throughout the year, while 
fruit is only a temporary business. The more expeditious 
the service the better the whole work is done, and the 
more revenue comes to the carriers. As to the weight of 
refrigerator cars, he stated that it was about 40,000 to 
41,000 pounds, while the weight of a box car would be 
about 38,000 pounds. 

The next witness called was F. E. Bolte, superintend- 
ent of transportation of the Wabash Railroad at St. 
Louis. It was shown by the Commission's statistical ex- 
hibit that the Wabash now owns no refrigerator cars, but 
75 are leased. Such as the road formerly owned went 
into the American Refrigerator Transit Co. pool with the 
Missouri Pacific equipment. 

The company has 1,228 stock cars, which seem to 
be sufficient to take care of the transportation, except 
that there is a very small percentage of double-deck cars. 
Some of these stock cars are used for return loading, 
such ag tiling, some classes of lumber, etc. The refrig- 
erator service is an expedited service. He said that there 
was no distinction made between A. R. T. and packers’ 
cars, except where there was a special demand for pack- 
ers’ cars. The same condition was true as to dairy lines, 
Fruit Growers’ Express cars, etc. All are treated on the 
same basis. Loading is restricted, and vigorous protests 
had been received against loading certain kinds of ma- 
terial in refrigerator cars, and therefore they were obliged 
to go back empty. 

This witness thought that the compensation should 
not be the same as for other cars, because of the im- 
possibility of loading cars on the return trip. He in- 
sisted that the mileage basis is wrong, and payment 
should be made on the per diem basis—on the same basis 
as railroad equipment. He said that the present basis 
was unfair because the owners of private equipment con- 
trol a very large amount of traffic, and it is naturally 
favored. He did not think that mileage should apply to 
empty cars. It was the practice to return empties in 
solid trains and thereby reduce the number of complaints 
as to delay. Most complaints came from the owners of 
refrigerator and tank cars. 

The witness stated that the road runs special fast 
trains to eastern points, carrying only high-class freight, 
packing-house products, fresh meats and a variety of 
the highest class merchandise. The tonnage was reduced 
in order to make speed, and very little non-perishable 
freight was carried in these trains. He thought that 
probably 25 per cent of the tonnage was from Kansas 
City packing-houses. 

Mr. Boyle wanted to know if butchers’ coats, har- 
ness, horse blankets, chipped beef, tanks and soap were 
proper commodities to go in this expedited service, but 
the witness replied that if the car was billed as packing- 
house products they would probably move on the fast 
trains. 

The principal icing stations of the Wabash are at 
Decatur and Delray. One at Moberly, Mo., is not so 
large. Both of these are operated by the railroad com- 
pany. 
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On cross-examination Mr. Walter was anxious to kno) 
whether what the witness was saying was his own pe) 
sonal opinion or the result of instruction from his com 
pany. He said that the opinions expressed were his pe! 
sonal opinions only and he has received no instruction- 
Mr. Walter wanted to know if the Wabash return servic: 
was not notoriously slow, but this the witness refused t 
admit, and a long series of questions was devoted t: 
bringing out the exact time that it would take to get an 
empty car from Buffalo to Kansas City, and Mr. Walte: 
also asked for a complete statement of refrigerator car 
service to Buffalo and the operation of fast trains during 
the first 20 days of this year. 

Mr. Walter and the witness could not get together in 
their questions and answers in regard to the relativ: 
economy and justice of mileage and per diem distance: 
and the discussion was still in progress when Commis 
sioner McChord announced an adjournment until 8 o’clock 
in the evening. 

During the afternoon Commissioner Meyer, who wa 
on his way through the city, sat with Commissioner M¢« 
Chord. 

At the evening session on Wednesday Mr. Walter 
proceeded with the cross-examination of Mr. Bolte. The 
witness stated the American Refrigerator Transportation 
Co. controls the distribution of its equipment in south 
and southeastern territory. He was questioned to a 
considerable extent as to when he first came to the con- 
clusion that the mileage system should be changed to 
the per diem. He stated that it was about the time oi 
his entering service with the Wabash road, in July, 1912 
He based his opinion partially upon the conclusion of 
the Commission in the Procter & Gamble case. This, 
however, was merely a matter of opinion. He thought 
the proposition was based on equity. He wanted private 
cars put on the same basis as railway equipment. He 
had no facts in support of this opinion. 


As to whether there should be any difference in 
compensation based on the cost of car, Mr. Walter 
wanted to know if it would not be possible to discrimi- 
nate by loading some cars and not loading others, and 
whether it would not be pulling down the high level of 
refrigerator car service to the low level of ordinary car 
service. He thought it would be better to raise the lat 
ter to the higher plane. The witness would not admit 
that ordinary car service was on a low level. 


Mr. Boyle inquired if it would not be possible to dis 
criminate in the matter of repairs by laying out some 
cars and paying nothing for them and expediting others, 
this being on the mileage basis. Mr. Boyle also read 
from the Commission’s exhibit 4, showing that Armour 
cars earned 41 cents a day on 365-day basis, the cars of 
another company 64 cents per day, and of Cudahy 77%. 
If the actual] days of service were used in making the 
estimate the earnings would be very greatly increased. 


The next witness called was J. T. King, general 
superintendent transportation Atlantic Coast Lines. Re 
frigerator cars are used for the shipment of fruits. 
Armour car refrigerator cars are used exclusively under 
a regular contract, which states the maximum number 
of cars required and the purpose for which used. The 
Armour company provides for icing, and the charges are 
provided for in the tariff. The contract provides that the 
road shall have the right to designate icing points in 
all cases. There is no supervision of the icing by any 
employe of the road, except that it is under the general 
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upervision of the yardmaster, whose duties generally 
‘eep him somewhere else. 

A copy of the contract with the Armour Car Lines 
was put in evidence. This contained a statement that 
$2.50 per ton was the charge for icing packing-house 
products and $5 for other products. If complaints were 
made they would have to go to the Armour lines to find 
ut whether they were well founded or not. The wit- 
iess had no knowledge as to condition of equipment. 
rhere-is no inspection except for safety. The contract 
rrovides for proper refrigeration, and in case of com- 
aint they could fall back upon the contract. Defects 
ire sometimes discovered by a car inspector in the yards, 
ind notification is then made of it. Cars are generally 
returned empty. Also the car generally comes to the 
oading point under ice. It is handled to the loading 
point without charge; that is, it is under mileage without 
In one case the distance from the icing to the 
loading point is 60 miles. 

W. B. Darrow, division superintendent of transporta- 
tion of the Virginia and North Carolina divisions of the 
\tlantic Coast Line. corroborated Mr. King’s testimony 
in all respects. 


revenue. 


The next witness was George W. Creighton, general 
superintendent of the eastern Pennsylvania division of 
the Pennsylvania Railroad at Altoona, having jurisdic- 
tion over the lines east of Altoona since 1906. He said 
that the icing station at Altoona is operated by the 
Armour car lines under contract with the Pennsylvania 
road. The Pennsylvania contemplates establishing an 
icing station at Huntington, Pa. Under this contract the 
Pennsylvania pays $2.50 for ice for beef shipments and 
$2 per ton, plus 50 cents labor charge, for ice for other 
commodities. If two tons of ice are used the road would 
pay $2.50 and charge the shipper $5, but that does not 
happen. The average amount of ice put in the car is 
from 1,500 to 2,000 pounds. This was arrived at as a 
result of an investigation of the general condition of the 
icehouse, which was made some years ago, and efficiency 
The report of this test was filed as an exhibit. 
There is no check upon the work done at the icing plant 
by the employes of the Armour car line. The principal 
reason for considering the establishment of a new station 
at Huntington was the fact that the present station is 
in the middle of the Altoona yards, which is a very busy 
place, and trains standing for icing are much in the way 
of other trains. If the station at Huntington is opened 
the Altoona station will be abandoned. The Pennsylvania 
Railroad Co. owns 3,500 refrigerator cars, which they 
use mostly for dairy products. 


tests. 


In answer to a question by Mr. Walter, the witness 
stated that there was very little westbound tonnage 
requiring refrigeration. There were in service in the 
summer time 50 or 60 cars daily to the Altoona yards. 
The business is practically all eastbound, something like 
from 2,300 to 2,700 cars per month. The refrigerator cars 
are rather irregular as to service. 

Tt the request of the Commission the witness agreed 
to furnish figures for one year showing the amount paid 
the Armour company for ice, and also how much was 
charged the shippers. Also a statement of what icing 


charge is absorbed by the railway company. 

At the Thursday morning session J. J. Sausser, man- 
ager of the ice plant of the Wabash at Delray, gave a 
description of the icing practices as carried on at that 
point. 

WwW. C. 


Maxwell, general traffic manager of the Wa 
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bash, was next called to the stand, and testified at con- 
siderable length. In answer to questions if he thought 
it was practicable for railroads to own and operate their 
own refrigerator equipment, he said it would not be 
possible unless there was a very large car pool of some 
sort which would enable the distribution throughout the 
country as the needs of the different sections required. 
The business is mostly spasmodic, and moves from one 
place to another. Shipments vary also as between the 
different packing centers. He believed that the refrig- 
erator service was on the same basis as railroads; that 
is, the companies must in some way or other get a 
proper return on their investment. He expressed no 
definite opinion as to the equity of the per diem or mile 
age basis in paying for refrigerator equipment. He said 
that that was an operating question. 


He also stated that it was a practice of the road to 
return empties in solid trains, if possible. They would 
assemble them until they succeeded in getting a train 
together; then it was more economical to handle them 
in solid trains. He thought it would be for the best 
interest of the railroad, as well as for the owners of 
ears, if all cars should be made to move on the same 
expedited service as had been testified to with reference 
to refrigerator equipment. 


He stated that less than 5 per cent of their refrig: 
erator service was westbound. Other kinds of traffic 
were about the same east and west, although there was 
some variation in different seasons. Outside of the dairy 
and packing-house products, refrigerator movement is 
spasmodic, varying in the different seasons. 

He considered it an economic waste not to load all 
equipment if it was possible to do so. The box car 
would probably be preferable for general merchandise, but 
there was not very much difference. They had loaded 
some salt in refrigerator cars, and a protest was filed 
against it, but the situation changed, and more cars were 
available, so that it was not necessary again to use 
refrigerator cars for the transportation of salt. 


In answer to a question from Mr. Boyle, the witness 
stated that the Wabash owns a little less than 50 per 
cent of the American Refrigerator Transit stock. In an- 
swer to some questions in regard to the possibilities of 
a pool of refrigerator equipment, he stated that it would 
take a very large equipment to take care of the whole 
country. He thought that the public does not pay enough 
for refrigeration. He thought that there should be at 
least a penalty of $5, as compared with the box car. 
Very much time is wasted in the use of refrigerator 
cars in dairy service in waiting to gather up a load at 
country stations. The Wabash makes no charge for the 
refrigeration of less than carload lots. 

At the afternoon session Mr. Maxwell stated that the 
Wabash has already furnished a full statement of icing 
charges at the stations which are operated by the rail- 
roads. He thought that the report in regard to Delray 
shows reasonable charges for icing, and if the railroad 
could ship the business to someone else, as they have 
been able te do there, it would be glad to do it. He 
was not in a position to give a statement of cost at 
Delray. He has the impression that three packers 
jointly own that plant. As to whether one packing-house 
might be discriminated against by others who own the 
plant, he said that this would not be possible if the rail- 
road checked up the matter thoroughly, and, although 
this had not been done as thoroughly as could be wished, 
yet there had been no complaint in very many years. 
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He thought it might be possible to reduce the investment 
in equipment if all cars were moved expeditiously. 

The principal commodities carried in refrigerator 
cars on the Wabash are dairy products, fruits, pickles, 
etc. The road pays the A. R. T. Co. 1 cent a car, He 
admitted that very many unnecessary things were car- 
ried in refrigerator cars; pickles, for instance. The 
A. R. T. Co. solicits traffic, and gets a commission for 
so doing. The company has a printed list of commodities 
and the amount of commission which will be paid. In 
one year the company paid $1,712 to the Chicago Re 
frigerator Transit Co. for the solicitation of traffic. Then 
the arrangement was terminated. During the same year 
about $9,000 was paid at the rate of 12% and 10 per 
cent to the Shippers’ Refrigerator Co., the 12% per cent 
being when the shipment went in the company’s own 
cars, and 10 per cent when in railroad cars. These listed 
are now the employes of the A. R. T. Co. The witness 
thought that this work should be done by solicitors in 
the employ of the railroad company. The A. R. T. Co. 
furnishes passes to employes. In answer to a question 
from Mr. Veeder as to whether cars of other packing 
companies were iced at Delray, the witness stated that 
they were, and he had never heard of any complaint 
from any packer. 


Private Icing Plants. 


L. P. Patterson of the Peoples Ice & Cold Storage 
Co., at Omaha, stated that his company operated icing 
plants at Omaha, Chicago and Hornell, N. Y. From the 
plants at Omaha and Chicago very little business is done. 
The plant at Hornell was put up under a 25-year con 
tract with the Erie road for the special purpose of car 
ing for the fruits of which the Erie is a large 
shipper. At each of these plants a cold storage ware- 
house is operated in connection. The stock is principally 
owned by himself and brother, the remainder being 
widely distributed in small lots. Although he had for- 
merly been in the employ of Swift & Co., that company 
had no present connection with any of the icing plants. 
About 25 to 30 per cent of the business at Hornell is 
the reicing of cars of packing-house products. It costs 
mofe to ice cars containing packing-house products thar 
it does fruits, because the salt is extra. The witness 
formerly ran an ice plant for Swift at Roodhouse, Ill. 
It was finally abandoned and taken over by the Chicago 
& Alton. It was not operated at a profit. He did not 
think that a private car company could operate a plant 
to the best interests of all parties. In answer to a sub- 
sequent question whether he thought it would be more 


_ to the advantage for the railroad to operate its own 


plant, he thought it should be someone entirely inde- 
pendent of either the railroad or the private car com- 
pany. In answer to a question from Mr. Leider, the 
witness said that the cold storage business was a con- 
siderable influence in inducing him to take up the icing 
station. The railroad company has an inspector at Hor- 
nell; and also the refrigerator company. The 25-year 
contract with the Erie was made 25 years because for 
a shorter period than that the witness did not think 
that he would have felt like making the investment of 
$400,000 in the plant, as he had done. In regard to the 
cost of ice and salt, he stated that ice was not manu- 
factured so cheaply in the West as in the Hast. Artificial 
ice is a coal and water proposition entirely. Salt costs 
more at Hornell than in the West. In icing the car from 
8 to 10 per cent as much salt as ice is used; that is, 
from 160 to 200 pounds per ton of ice. In view the 
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remarks that had been made by some of the winesse: 
in regard to getting returns on the investment, Mr. Boy] 
stated that he was going to recall a few witnesses as t: 
the character of equipment which was furnished t 
shippers by private car lines when they applied to rail 
roads for such equipment. He presented an affidavit 
from E.R. Williams, traffic manager Chase & Co., fruit 
shippers, Jacksonville, Fla., complaining of the character 
of equipment and of the refrigeration which was furnished 
that company. 
Dilapidated Equipment. 


C. R. Hillyer offered two witnesses on behalf of th: 
Atlantic Fruit Distributing Co. as to the character of 
equipment which was furnished that company, and which 
the carriers compelled shippers to accept. Mr. Charters 
of that company stated that he had been 12 years wit! 
the California Fruit Despatch Co., and had been fo 
some years connected with the Atlantic Fruit Distribut 
ing Co. He stated that the company shipped about 
9,000,000 tons of bananas a year from seaport inland 
The company ships from New York, Baltimore, Philadel 
phia and New Orleans. Ifs principal competitor is th 
United Fruit Co. No complaint was made as to the 
character of refrigerating equipment furnished at New 
York, Baltimore and Philadelphia, but at New Orleans 
he stated that they were compelled to use T. R. E. equip 
ment, whieh consisted of old and dilapidated cars. There 
were constant complaints of fruit being chilled and 
frozen. The railroad company, the New Orleans & 
Northeastern, said that it could not do differently. It 
was forced to take what refrigerator equipment it could 
get from the Mobile & Ohio, and the Mobile & Ohio was 
under contract with the Armour company for the T. R. E 
equipment. He said that these cars were so badly worn 
out that repairs did very little good. The United Fruit 
Co. has better equipment, and the Atlantic Distributing 
Co. is placed at a very great disadvantage. The cus 
tamers say that their fruit is all right, but they cannot 
afford to buy of this company during the winter becauss 
its fruit comes into destination in such bad condition 
The United Fruit Co. gets Illinois Central cars. All in 
dependent shippers at New Orleans are in the same posi 
tion. The company ships from 60 to 65 cars per week 
Some were formerly shipped from Galveston. At thai 
point they obtained better refrigerator equipment from 
the Fruit Growers’ Express. 

R. T. Adamson, resident manager Atlantic Fruit Dis 
tributing Co. of Chicago, stated that he had been fo: 
six years in railroad refrigerator work, inspecting icing 
loading, tracing empty cars, etc. He sees nearly all o 
the company’s cars that come to Chicago. They ar 
practically all T. R. E. cars, and they are generally in 
very poor condition. Either they were of poor construc 
tion originally, or they are worn out and have been so 
badly racked in service that the boards are loose on thé 
sides, and there are also openings at the ends wher 
the ice boxes were once located. Contents are frequent! 
frozen, and fruit is nearly always chilled—that is, at th: 
bottom of the car—indicating that the condition of the 
car is worse at the floor than anywhere else. This would 
be the case, while fruit in the middle of the car would 
be in good condition. He said that it would be a com 
paratively simple matter to make these floors better by 
putting on at least two layers of felt. He has on hand, 
and will file with the Commission, comparative report of 
the condition of shipments in T. R. E. and other cars 
Mr. Hillyer stated that this company was making a claim 
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inder section 1 of the act that they were paying for 
service. 

The witness stated that very many claims had been 
iled and no replies had been received to them. The 
{rmour company at one time sent about 200 men to New 
Orleans to repair a lot of these cars, but the repairs were 
ot sufficient to hold them in good condition until they 
eached Chicago. They would absolutely have to be re- 
juilt in order to put them in proper condition for the 
ransportation of fruit. In answer to a question by Mr. 
Walter, the witness said that he had previously been 
mployed in checking up empty refrigerator cars. It was 
not necessary to check up loaded cars because these 
vere all loaded with perishable freight, and would be 
xpedited anyway. He thought that inspection and 
‘hecking had a tendency to expedite the movement of 
the cars, and admitted that the small owner might be 
it a disadvantage in not having sufficient force to watch 
the cars and keep them constantly moving. At this point 
the hearing was adjourned until 7:30 in the evening. 

The proceedings on Thursday evening took a new 
mut not wholly unexpected turn. When Frederick W. 
Ellis, vice-president of Armour Car Lines, was called to 
the stand, C. A. Severance of St. Paul announced that 
S. W. Burr, Alfred R. Urion and C. J. Faulkner, with him- 
self, would appear as special counsel for Armour Car 
Lines, merely for the purpose of objecting to the juris- 
diction of the Commission in the matter of certain in- 
juiries. Mr. Severance presented the form of objection 
which he should make to all of the questions as they 
‘ame up which were included under this heading. 


Formal Objection. 


The general objection is as follows: 

“The question is objected to upon the ground that it 
relates to the private business and affairs of Armour Car 
Lines, and that neither under the act of Congress nor un- 
der the orders which have been entered in this proceeding 
has this Commission any jurisdiction, right or authority 
to inquire into such matters, or to demand the information 
which the question calls for, and, with all due respect to 
the Commission, we are constrained to advise the witness 
that he is not required to, and ought not to, answer the 
questions.” 

Mr. Ellis stated that he had no connection with Armour 
& Co. He had been vice-president of Armour Car Lines 
since 1904, and in 1901 to 1904 was assistant general 
manager, vice-president, and general manager Kansas City 
Fruit Express, and traffic manager for Armour & Co. 
preceding that for nine years. 

Mr. Boyle then began a series of questions in regard 
to the ownership of stock in Armour Car Lines, which 
question was promptly objected to, with the additional 
statement from Mr. Severance that he should object to 
iny such question on the ground of jurisdiction. In this, 
as in all succeeding cases, the witness was advised that 
he ought not to answer, but the objection was overruled 
and the Commissioner requested the witness to reply, at 
which time he declined to reply on advice of counsel. 


Cars Are Loaned. 


Other questions relating to the various officers of 
Armour Car Lines and their possible connection with 
Armour & Co. were asked and objected to. The same 
course was taken in regard to the title to cars previously 
owned by Armour Packing Co. and now in control of 
Armour Car Lines. The witness stated that about 15,000 
refrigerator cars were owned by Armour Car Lines, about 
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and leasing cars to railroad companies, as well as fur- 





6,000 of which are in vegetable service and about 8,000 in 
the transportation of packing-house products. In the 
main, these cars, the witness stated, are engaged in the 
handling of packing-house products from Missouri River 
and Chicago to points on the Atlantic seaboard. These 
houses are at Kansas City, Chicago, Omaha, Sioux City, 
East St. Louis, Fort Worth and Denver, From Chicago 
the products of Armour & Co. are handled mostly. Some 
of these cars, the witness stated, are loaned, to Morris 
& Co., for example, but the witness had never figured out 
the per cent, but believed that it was less than.5 per cent. 
He would not say that it was 1 per cent or less. From 
Kansas City the Armour Car Line cars are used in the 
service of the Fowler Packing Co. and are loaned to dif- 
ferent packers. About 25 per cent are used by Fowler 
Company. The cars in the Omaha service are under 
contract only to Armour & Co., but they are furnished 
to other companies. 

Objection was made to the request to furnish copies 
of the contract of Armour Car Lines with Armour & Co. 

At Sioux City Armour Car Lines furnish more cars 
to Armour & Co. than anyone else. Some are furnished 
to the Cudahy Packing Co. The proportion going to 
Cudahy & Co, is small, but the witness stated that he 
did not know the percentage and Armour Car Lines were 
under no contract with Cudahy & Co. Similar answers 
were made in regard to East St. Louis and Fort Worth. 
At Denver the cars furnished to the Colorado Packing Co. 
amount to several hundreds on a verbal understanding. 

As to the nature of this verbal arrangement, the usual 
objection was entered. In answeer to the question whether 
any cars were furnished to the packing houses in Okla- 
homa City, the witness said “no, they don’t need many 
cars there, because it is a véry small packing plant.” 
This, he stated, was upon hearsay, but he had never 
investigated. 

Mr. Boyle asked if Armour Car Lines was furnished 
with the interrogatories by the Interstate Commerce Com- 
mission in February-March of last year as to this pro- 
ceding, to which the reply was yes, and, in regard to the 
answer, it was stated that the questions were answered 
so far as they pertained to relations with railroad com- 
panies. 

Formal Declination to Answer. 


A file of correspondence and telegrams between rep- 
resentatives of Armour Car Lines and the Commission 
was here introduced and ordered copied into the records. 
Mr. Boyle stated that the first formal declination of 
Armour Car Lines to furnish answers to three of the 
questions was received from General Counsel A. R. Urion 
Aug. 18, 1913. Subsequent to which the Commission issued 
a second supplemental order, making all parties operating 
private cars parties to this proceeding. The final declina- 
tion to furnish the information was under date of Oct. 
13, 1913. Mr. Boyle then questioned the witness in regard 
to the Commission’s exhibits which had been compiled 
from data furnished by carriers and from their own 
investigation. These led immediately to questions in re- 
gard to the investment of Armour Car Lines, to which 
the- usual objection was entered. The same objection was 
made in regard to questions concerning any property. 


Actual Business of Armour Car Lines. 


Replying to the question, what was the actual busi 
ness of Armour Car Lines, the witness replied that it 
was owning, manufacturing, rebuilding, repairing, renting 
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nishing ice and refrigerated service. When asked where 
cars of Armour Car Lines were repaired when not repaired 
in the shops of railroad companies, Mr. Severance said 
that he would not object to this question unless it was 
followed up by going into the whole business, but Mr. 
Boyle stated that that was what he proposed to do, going 
into it at least in so far as Armour Car Lines is engaged 
in anything relating to transportation as defined in sec- 
tion 1 of the Act to regulate commerce. Mr. Severance 
said that all questions of this kind would be objected 
to in the usual way. 

Mr. Burr, of counsel, stated that such notice was hoped 
to be effective in dispensing with the asking of questions, 
but the Commissioner ruled that the questions should be 
asked in order to see what might come of it. 


Icing Plants. 

Mr. Boyle then went into the details of operation of 
some of the icing plants which were operated by Armour 
Car Lines. At Altoona, the witness said, they had 
15,000 tons storage capacity of ice, platforms and means 
for handling ice and a force of operatives there the year 
round. At Kerner, N. Y., the icing station has recently 
been burned. At Potomac Yards, Va., platforms are built 
to the height of tops of refrigerator cars, and these have 
a capacity to accommodate 40 cars at once, with trestles 
over which ice in carloads runs to them. In connection 
there is a small storage house for the storage of ice. At 
East St. Louis there is storage capacity for 10,000 tons 
and the plant is equipped to do all kinds of icing and re 
icing. 

At the station at Columbus, O., conditions are much 
the same as at East St. Louis. The witness said that the 
business at these places was divided into about 75 per 
cent packing-house products and 25 per cent for fruit. 
Armour & Co. business amounted to 5 per cent of the 
whole. Asked as to the records on which this statement 
was based, the witness said that it was knowledge that 
had come to him in the course of general business for 
the past year. 

As to the question of settlement made by Armour 
Car Lines with Armour & Co., the usual objection was 
entered. Mr. Boyle stated that the report furnished by 
Armour Car Lines contained a list of icing stations in 
which Armour Car Lines were interested or had some 
ownership, varying from 25 to 100 per cent. The witness 
thought that this report was more accurate than any that 
he could give from recollection. There are no other sta- 
tions than those mentioned which are held under joint 
ownership. Objection was made to the question whether 
Armour Car Lines manufacture all of their own equipment. 

Income, Debits and Credits. 

Mr. Boyle then read from certain quéstions that had 
been asked by the Interstate Commerce Commission re- 
garding the matter of income and a statement of debits 
and credits to the Armour Car Lines, and now reasked 
the same question, with the modification that it should 
be answered to include so much of the business as relates 
to or affects the furnishing of transportation as defined 
by section 1 of the Act to regulate commerce. Mr. Sev- 
erance stated that the witness was not the proper person 
to answer, but he had authority to state that Armour 
Car Lines respectfully declined to furnish the information. 

No Use to Go Further. 

As to some further questions and opjections, Mr. 
Boyle stated that it was impossible for him to go any 
further in the examination of the Armour Car Lines, be- 
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cause he assumed that Mr. Ellis represented the poli: 
of Armour Car Lines, and declined to answer, not fi 
lack of information, but from motives of policy, but | 
considered the information so vital that he would ask th: 
the Commission institute proceedings without delay t 
require this respondent to answer such interrogatories a 
should be propounded to it. He stated that Mr. Elli 
was present in answer to a subpcena of the Commissio: 
Officers Use Interstate Passes? 

He further stated that in view of the intimated pri 
vate nature of the business of Armour Car Lines and th: 
information that Armour Car Lines were not engaged in 
interstate commerce or acting as agents of common car 
riers, it would be pertinent for the Commission to inquir: 
why officers of Armour Car Lines: ride on interstate passes 
furnished by railroad companies. He offered a list of 
names of officials and lists of passes showing nature of 
pass, whether trip, term or annual, the number, and statea 
that he would be able to furnish the names of officials 
to whom they were issued. He thought the Commission 
might well inquire into this matter. What he had with 
him was merely a memorandum from reports made to 
the Commission by carriers under oath, showing the name 
of railroad, car line to which the pass was issued, title 
of employe, number, kind, annual, term or trip, and num 
ber of times used. This list that he has with him does 
not show the name but the title of the official. For in 
stance, 21 were given to traveling agents of Armour Ca! 
Lines on the Atlantic Coast Line. Boyle has the names 
of all of them. The memorandum was entered as an 
exhibit. : 

Will Inquire Further. 

Commissioner McChord stated that the Commission 
would take steps to require respondent to answer the ques 
tion that was asked and would take the matter of inves 
tigating the pass situation under consideration. 

It was understood on Friday morning that Solicitor 
Farrell, for the Interstate Commerce Commission, is on 
his way to Chicago, and the matter of the Armour Ca! 
Lines’ refusal to answer the question propounded by the 
Interstate Commerce Commission will be presented befor: 
a United States Court on Tuesday next. 


ILLINOIS EXPRESS RATES UNIFORM. 

The Illinois State Utilities Commission has entered a1 
order effective February 1 in this state putting into opera 
tion the Interstate Commerce Commission rates in intra 
state express shipments. The order says it appears to b: 
the consensus of opinion of shippers that the Interstat: 
Commerce Commission rates for intrastate shipments ar: 
more equitable and just. 

The order, No. 1104, reads as follows: 

It is ordered, That the several express companies 
doing business in Illinois are hereby notified and required 
to establish through routes and joint rates for the hand 
ling of shipments by express, and in connection there 
with—effective on or before Feb. 1, 1914—upon notice 
to the State Public Utilities Commission of Illinois and 
the general public by not less than five days’ filing and 
posting, in the manner prescribed in section 36 of the 
Act to “provide for the regulation of public utilities, 
effective Jan. 1, 1914—the following schedules: 

(a) Official Express Classification No. 22, I. C. C 
No. A-1. : 

(b) Local and Joint Schedule of first and second 
clas§ Express Rates, I. C. C. No. A-2. 
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(c) Ulinois Section of Joint Directory of Express 
stations—I. C. C. A-3. 

(d) Illinois Section Joint Directory of Collections 
ind Delivery Limits at Express Stations in Illinois— 
. C. C. No. A-4. 

(e) Local and Joint Block Tariff Schedules contain- 
ng Express Rate Tables showing basis for rates on In- 
trastate shipments between all express stations in Illi- 
10is located in blocks, as follows: 


Block. I. C. C. No Block. I. C. C. No. 
RS «cc kon bt OK oe A-268 a Sr ieee 2 ea A-372 
WD he west nd Sb-0'So 0 Co A, I, Son 0s noe ka hte A-419 
MP ce cain ca co EEE cos oC owe name A-420 
WES ay cet was 46 or oes od A-27] EE ve) OCR an we eee eae A-421 
Wl ie ke aaelcee Se balk Me Enc < ce eect ite as A-422 
DE hae babes aden ma’ 7: re ee Ogg A-423 
GE ave ch wet ae 5 A-320 SU As c.c dth S wre ev A-467 
SE “aa oko ee ah ane WO A-321 BERS a dce)s sw 2d te ve A-469 
DR oN-d oud vo eta s bie A-368 PE es Gis ws ROR bs ot A-470 
ee Su ee, peer eee phe ee SONS TA ow rk eee eee 68 A-511 
SA cok awaws « 3.5 ee i ee Pee ee a A-521 
ee fo. gis wae 28 A-371 BE: 547 « dame ariee ea oe A-512 


It is further ordered, That said express companies 
ire hereby notified and required to publish and file with 
this Commission, in the manner prescribed in sections 
oo, 34 and 36 of the Act to provide for the regulation 
of public utilities, in force Jan. 1, 1914, supplements or 
reissues of the above-named schedules, showing additions, 
cancelations or changes made in any rate, rule, regula- 
tion or practice contained therein applying on _ intra- 
state shipments in Illinois. 

This Commission in making this order reserves juris- 
diction of the subject matter to make any modification 
or change that may be necessary as the facts or condi- 
tions may warrant or justify at any future time Jan. 15. 


GRAIN SHRINKAGE IN TRANSIT 


What Special Examiner Mackley said would be the 
last hearing in the matter of uniform bills of lading was 
begun at the New Willard Hotel Thursday morning, the 
hearing room of the Commission being in use for an 
argument on the Auburn company coal complaint. Mr. 
Mackley made that announcement during a lull in the 
sparring between W. M. Hopkins, representing Chicago 
grain interests, and George F. Brownell of the Erie. Mr. 
Mackley said the hearing would not be continued beyond 
Friday, because arguments had been set for Saturday, 
and they would be held. Mr. Brownell said that if cer- 
tain things were put into evidence the carriers would 
expect further hearings if they desired them. It was 
that notice that caused Mr. Mackley to announce the 
final character of the hearing. 

The morning session was given over chiefly to in- 
formal arguments hetween Messrs. Brownell and Hopkins 
over the status of the case, the admissibility of testi- 
mony and the relevancy of questions Mr. Hopkins put 
to W. T. Cornelison, a grain dealer of Peoria. The point 
in the whole morning session was the determination, as 
Mr. Hopkins said, of the carriers to avoid responsibility 
for leakages, the typical cases under consideration being 
the differences in elevator weights between Chicago on 
the west and Baltimore and Buffalo on the east. 


Mr. Cornelison was put on the stand to testify with 
regard to the first section in the proposed bill and its 
provisions as to natural shrinkage. The examination was 
to be with especial reference to corn shipments and 
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experiments which have been made by the Department 
of Agriculture. Peoria corn goes forward in a natural 
state, as there are no drying plants at that point. There 
is no natural shrinkage in oats or wheat from moisture, 
the witness said, although there is loss in handling. But 
there is loss in weight in corn if it is not moved quickly. 
Mr. Brownell objected to the introduction of reports on 
the experiments conducted by the government, because, 
as he said, the carriers have had no opportunity to check 
up on the facts or conclusions in them. 


Mr. Cornelison related tke history of the confrences 
called by the government, in which F. C. Maegly was 
chairman, and at which charts were presented by Prof. 
Duvall covering experiments made by the government in 
the shipment of corn. Mr. Cornelison said that, in his 
opinion, the facts and conclusions reached by reason of 
the experiments by the government experts are not to 
be regarded as conclusive. He said the experiments were 
made with selected movements, which cannot be said to 
be clearly typical of actual movements. They showed a 
loss of 1-10 of 1 per cent on storage lasting from 10 to 20 
days. The carriers in Western Classification territory 
are making an arbitrary deduction of one-fourth per 
cent regardless of loss in transit. 

Mr. Cornelison objected to the words “said to con- 
tain’ in a bill of lading, claiming that they put on the 
shippers the burden that should be assumed by the car- 
riers. He contended that the receipt given by a carrier 
should cover what it purports to cover. 

A rule similar to that in use in Western Classifica- 
tion territory is under contemplation, he understood, in 
Central Freight Association, but there the question is 
as to whether the shrinkage allowance should be one- 
fourth or one-eighth of one per cent. 

Mr. Hopkins, during his frequent informal arguments 
with Mr. Brownell, made it clear that he is contending 
for a bill of lading without any of the limitations that, 
as he contends, will enable a carrier to avoid respon- 
sibility for loss in transit. 


DISPOSING OF GRAIN IN MINNESOTA. 


The -Minnesota Railroad Commission has taken under 
advisement the protest of commission merchants against 
the rule promulgated November 25, preventing them from 
buying directly grain or produce consigned to them from 
outside sources or from disposing of it to subsidiary 
companies in which they have an interest. The grain 
commission merchants contended that the rule is an un- 
necessary obstruction to legitimate business when its 
application is extended to the purchasers and subsequent 
owners of the property who are members of the Board 
of Trade, by depriving them of the right to dispose of 
the grain by reconsignment or sale to any other member 
of such board or in any market that might be deemed 
advantageous. 


“ CONFERENCE RULING. 


Free Transportation.—A number of carriers partici- 
pate in paying the salary of the proprietor of several 
union ticket offices located in hotels and other prominent 
places in a large city. The name of the proprietor ap- 
pears on the payrolls of some of the carriers. but he 
himself engages his own employes and pays their sal. 
aries. Upon inquiry, Held, That such employes are not 
bona fide employes of the carriers and are not therefore 
entitled to use free interstate transportation, 
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SHRINKAGE IN WEIGHT OF CATTLE 


The Department of Agriculture Studies Loss in 
Weight in Railroad Shipments to Market 





The shrinkage or loss in weight of beef cattle in the 
course of shipment from western farms and ranches to 
the markets has been made a subject of special study by 
the Department of Agriculture, and what is believed to 
be the first authentic information on this subject has 
been compiled. The investigation covered three years in 
various cattle-raising sections of the West. The cattle 
were weighed at the point of loading, on arrival at their 
destination, and again after having rest, feed and water. 
The weight was also taken when the animals were sold. 
The records include the weighing of Texas and north- 
western range cattle and calves, and of corn-fed, silage- 
fed and beet-pulp-fed cattle. In all, 265 shipments were 
weighed, comprising over 19,000 cattle. Many of these 
shipments were several days on the road, and in such 
eases were weighed at the unloading points as well as at 
the first shipping point and at the market. 


The transfer of cattle from the farm or ranch to 
the market usually necessitates a drive to the railroad 
and a further journey on the cars. These drives may 
vary in distance from a few hundred yards to more than 
a hundred miles, depending upon the location of the 
ranch, while the railroad journey may consume any time 
from a few hours to several days. All cattlemen know 
that when their stock arrives at market they are usually 
lighter in weight than when they started. This loss in 
weight is called shrinkage. 

The loss in weight during the journey is due to ex- 
cretions from the alimentary canal, from the urinary 
organs and from moisture given off by the lungs in breath- 
ing. A portion of this loss may be regained at the market 
by the food and water taken into the system. The con- 
sumption of this food and water at the market is termed 
the “fill.” 

The shrinkage in weight of cattle in transit to market 
is the difference between the weight of the animals at 
the point of origin and the weight of the animals on 
arrival at destination. The net shrinkage is the difference 
in the weight at the point of origin and the weight of 
the animals when sold at the market after taking the 
fill. 


The shrinkage of cattle in transit is such a variable 
factor that no one can say definitely how much it will be 
during a journey, but by the use of very large numbers 
of cattle an average shrinkage will be obtained which 
may be used as a basis for estimating the amount of 
shrinkage on cattle shipped under similar conditions. 


The net shrinkage was found in the department’s 
investigations to range all the way from 15 to 75 pounds 
per head, or from 2.14 to 7 per cent, depending upon the 
length of time and other conditions. The time that the 
cattle were in transit varied from less than 24 hours to 
more than 72 hours. The normal shrinkage may be re- 
garded as from 3 to 6 per cent of live weight. 

The extent of the shrinkage depends upon various 
factors, among which are the conditions at the time of 
shipping and the treatment during the drive to the lead- 
ing pens; the length of time the cattle were held without 
feed and water before being loaded; the nature of the 
fill before loading—the greater losses occurring when this 
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consisted of succulent grass, beet pulp or silage; th« 
weather and climatic conditions at the time of loading, 
while in transit and at the market; the character of the 
run to market, greater shrinkage naturally being caused 
by slow, rough runs; the time of arrival at market. If 
the cattle arrived just before being sold the fill was small 
Cattle that were shipped a long distance and arrived at 
market during the night usually did not fill well. If they 
arrived the afternoon before or about daylight of the 
same day they generally took a good fill. 

An exceedingly large fill at market is not desired, as 
it will detract from the selling price. 

The shrinkage of cattle was found to vary in direct 
proportion to their live weight when conditions were the 
same and all other factors were equal. 

The shrinkage during the first 24 hours is greater 
proportionately than for any succeeding period of the 
same duration. The shrinkage on cattle is proportionately 
smaller for each 12 hours they are in transit after the 
first 24-hour period is passed. 

The difference between the shrinkage of cows and 
steers is not as great as is ordinarily supposed. Steers 
will usually shrink somewhat less than cows of the same 
weight. 

The shrinkage on calves seems small, but under nor 
mal conditions it holds about the same proportion to 
their weight as is found with grown cattle. 


The shrinkage of range cattle in transit over 70 hours 
during a normal year is from 5 to 6 per cent of their live 
weight. If they are in transit 36 hours or less the shrink- 
age will range from 3 to 4 per cent of their live weight. 


The shrinkage of fed cattle does not differ greatly 
from that of range cattle for equal periods of time. Cattle 
fed on silage have a large gross shrinkage, but usually 
fill so well at market that the net shrinkage is small. 
Pulp-fed cattle shrink more in transit than any other 
class of cattle, and also present a greater net shrinkage. 


For a long journey the common method of unloading 
for feed, water and rest is to be preferred to the use of 
“feed and water” cars. 


Cattle should be weighed before being loaded wher- 
ever practicable, since a comparison of this weight with 
the sale weight will show the net shrinkage. Moreover 
this weight at point of origin may be of material benefit 
to the shipper in case of a wreck or a very poor run to 
market. 

There is no way of entirely preventing shrinkage in 
the shipping of cattle, but by judicious care in handling 
and feeding the cattle just previous to shipping the 
shrinkage may be lessened. If cattle are to be in transit 
for 24 hours or longer, it is a good plan to feed about 
two bales of nice bright hay for each carload a few hours 
before loading. 


- When care is used in trailing the cattle to the load- 
ing pens, not driving them too fast nor too far in a day 
and giving them five or six hours a day to graze on the 
way, long distances may be covered with no apparent 
injury to the cattle. On arrival at the pens it is well to 
give the animals a light feed of hay with a little water, 
or allow them to graze a short time before loading them, 
unless the grass is very luxuriant. An excessive fill of 
water or green fodder or grass just before loading is not 
good for the cattle, as it may cause them to scour in 
transit; then, too, they will not stand up as well in the 
cars. 
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STEEL CAR HEARING 


It will cost $600,000,000 and take approximately ten 
ears to replace the fifty thousand wooden passenger cars 
vith all-steel cars as proposed in the Roberts bill, accord- 
ng to testimony placed before the House interstate and 
oreign commerce subcommittee, which is holding hearings 
n that and similar bills. The value of steel underframe 
was readily conceded by the railroad and car manufactur- 
ng men, but there was a difference of opinion as to which 
type, steel underframe or all-steel car, was the better. 

William D. Story, vice-president of the Atchison, was 
ne of the principal witnesses. He said that railroads 
almost universally favor steel car construction, but are 
not agreed as to the type of car to be constructed. He 
aid that ihe problem is not yet worked out. Just to show 
one of the difficulties which railroad men have found, he 
cited the fact that the all-steel car concentrates heat to 
such an extent that passengers going through the hot 
part of the country which the Santa Fe traverses have 
become intensely uncomfortable in the steel cars and have 
made strenuous objection to them. 

The Santa Fe, he said, is studying the question of 
insulation and construction with a view to obviating this 
objection. Until this question is settled the road has 
decided to use steel underframe cars. He said, two hun- 
dred and fifty of that type are being built for the Santa 
Fe, and he suggested that whatever legislation is enacted 
should make provision for the continuance of that type 
of car until it is worn out and must be replaced. 


Thomas Dunbar of Chicago, manager of the mechanical 
department of the Pullman Co., estimated that it would 
take ten years, if the capacity of the car making plants is 
not greatly increased, to replace the fifty thousand wooden 
cars with all-steel or steel underframe coaches. He said 
that it is a physical impossibility to change from wood 
to steel in the four or five years, suggested in nearly all 
the bills that have been introduced. 

C. W. Pidcock, president of the Georgia Northern, 
said that the short lines of the country are not able to 
buy steel car equipment; as a matter of fact, said Mr. 
Pideock, they need everything else—heavier rails, better 
roadbeds, station houses, and many other things more 
than they need steel cars. 





The hearings, so far as the railways and the railway 
supply men are concerned, are being conducted by George 
A. Post, president of the Railway Business Men’s Asso- 
ciation, which embraces nearly all those engaged in sup- 
plying railroads with rolling stock and other equipment. 


CAR SURPLUS AND SHORTAGE 





Statistical Bulletin No. 159-A of the American Railway 
Association gives a summary of car surpluses and short- 
ages by groups, from Sept. 26, 1912, to Jan. 15, 1914. 

Total surplus—Jan. 15, 1914, 217,274 cars; Jan. 1, 1914, 
190,521 cars; Jan. 15, 1913, 53,230 cars. 

Compared with the preceding period, there is an in- 
crease of 26,753 cars, of which 6,931 is in box, 3,363 in 
flat, 14,614 in coal and gondola, and 1,845 in miscellaneous 
car surplus. The increase in box car surplus is in groups 
6 (Iowa, Illinois, Wisconsin and Minnesota), 8 (Kansas, 
Colorado, Oklahoma, Missouri and Arkansas), 9 (Texas, 
Louisiana and Mexico), 10 (Washington, Oregon, Idaho, 
California, Nevada and Arizona) and 11 (Canadian lines). 
The increase in flat car surplus is in groups 1 (New Eng- 
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land lines), 2 (New York, New Jersey, Delaware, Mary- 
land and eastern Pennsylvania), 3 (Ohio, Indiana, Michi- 
gan and western Pennsylvania), 5 (Kentucky, Tennessee, 
Mississippi, Alabama and Florida), and 6, 9, 10 and 11 
(as above). The increase in coal and gondola car surplus 
is in groups 1, 2, 3 (as above), 4 (the Virginias and -Caro- 
linas), 5, 7 (Montana, Wyoming and the Dakotas), 8, 9 
and 10 (as above). The increase in miscellaneous car 
surplus is in groups 3, 6 and 10 (as above). 

Total shortage—Jan, 15, 1914, 2,385 cars; Jan. 1, 1914, 
1,671 cars; Jan. 15, 1913, 24,791 cars. 

Compared with the preceding period, there is an in- 
crease in the total car shortage of 714 cars, of which 14 
is in box, 732 in coal and gondola, 247 in miscellaneous 
and a decrease of 279 in flat car shortage. The increase 
in box car shortage is in groups 1, 2 and 6 (as above). 
The increase in coal and gondola car shortage is in groups 
2, 3, 4, 5 and 6 (as above). The increase in miscellaneous 
car shortage is in groups 1, 3, 4, 7 and 8 (as above). The 
decrease in flat car shortage is in group 8 (as above). 

Compared with the corresponding period of 1913, there 
is an increase in the total car surplus of 164,044 cars, of 
which 60,977 is in box, 9,367 in flat, 74,998 in coal and 
gondola, and 18,702 in miscellaneous car surplus. There 
is a decrease in the total car shortage of 22,406 cars, of 
which 16,485 is in box, 1,938 in flat, 2,720 in coal and 
gondola and 1,263 in miscellaneous ear shortage. 

Detail figures follow: 

SURPLUSES. 
Coal, 


Gondola 
and Other 


Date. Box. Flat. Hopper. Kinds. Total. 
SOM. = 1B; BORE. ow ace 80,756 13,898 87,149 35,471 217,274 
Jan | SBS 73,825 10,535 72,535 33,626 190,521 
Dec De, te ts bance 43,156 ° 6,267 36,435 21,655 107,513 
Fe Bs alo a sd acdc 17,589 3,214 10,520 14,736 46,059 
Oct. [3S apr 14,636 2,956 6,014 13,592 37,198 
Sept... 16, IGms i. ksh, 32,398 2,735 8,714 17.906 61,753 
mee. Ti Peis ncn sa 35,756 2,951 8,293 22,253 69,253 
Se Bile ieee so os 35,111 3,221 13,203 24,745 76,2890 
Jane . 14, 1988... .2 65% 33,180 3,272 11,098 23,576 71,126 
Wey 16, WONes ds 2 0ei 23,299 3,286 12,267 22,417 61,269 
=: Se eee 22,744 3,967 21,845 22,159 70,715 
as. Se 17,632 2,915 17,867 19,584 57,998 
Pe: a Dees < con 16.809 5,254 12,243 18,394 52,700 
te | Ge. ree 19,779 4,531 12,151 16,769 53,230 
eG... ae We aw on oe 5,713 2,981 6,602 11,318 26,614 
UOV, Bat Mees ee cect 4.542 1,577 6,167 10,077 22,363 
Oot - 34, AOwRs inc osc 2,179 1,197 5,123 8,790 17,289 
Sept. 26, 1912........ 8,351 1,364 6,194 10,845 26,754 

SHORTAGES. 
Coal, 
Gondola 
and Other 

Date. Box. Flat. Hopper. Kinds. Total. 
, ee: ee) | ee 1,084 155 789 357 2,385 
Jan. S| ey 1,070 434 57 110 1,671 
be (Ei Bees as 0 ola 2,739 392 2,295 542 5 968 
OO 6: *  BeEO evan cus 9,640 1,676 8,477 3,614 23,407 
Oct. ae 25,021 2,110 12,502 3,613 43,246 
ae: ee 11,072 1,423 7,731 1,368 21,594 
ee: Te Be ssaavss 5,716 1,746 7,038 328 14,828 
cee” By Sc cs enecn 3,161 921 1,82 967 6.875 
pe ie) eae 3,205 1,633 2,033 328 7,199 
Mary . 16,2018. ..0i+.% 3,881 2,449 4,226 419 10,975 
Apel 15, SOR. vs ccass 7.181 1,965 2,196 1,875 13,217 
Wer. Why Benak ccces 12,651 1,856 3,776 1,940 20,223 
Peb. + 26, IB1B.. 6. 6s 19,184 1,750 7,196 2,387 30,517 
pee! ee eee 17,569 2,093 3,509 1,620 24,791 
eG. 26 TPE. s des co 36,531 3,797 15,403 5,275 61,006 
ee. Is SEs a-wse oe 43,007 4,794 18,172 7,502 73,475 
Oct. i NGS TS A, de. © 40.356 5,034 18,376 3,504 67,270 
Sept. 26, 1912........ 27,294 3,569 11,711 1,973 44,547 


ALASKAN RAILROAD BILL 


The discussion of the Alaska Railroad bill is proceed- 
ing in the Senate in a lackadaisical sort of way without 
any indication that it has any terminal facilities. Senator 
McCumber of North Dakota, in closing a short speech on 
it on Monday, remarked ‘that the forty million dollars it 
is proposed to spend in getting the railroad constructed 
will be but the beginning. 
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He said the country will spend many times forty 
millions before it gets the proposed Alaskan system under 
way. He said that the government generally pays double 
for what it receives in the way of services more than 
a private employer can afford to pay. He added that the 
expenditures on account of the proposed Alaskan Railroad 
system will be no exception to that rule. But, he added, 
the lesson on Socialism which will be learned from the 
experience gained in Alaska will probably be worth what 
it costs as putting off the day when government owner- 
ship will be the rule in continental United States. 

The opponents of the Alaskan bill assume that it will 
be passed notwithstanding the objections and that all 
they can do is to stand around and predict that as a 
business enterprise the outcome of this venture into 
socialism will be just exactly what such ventures have 
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should soon be placed on the table where the newspap: 
reporters obtain this information. 


ARGUE CEMENT COMPLAINT 


THE TRAFFIC SERVICER NEWS BUREFA 

Colorado Building, Washington, D. 

John S. Burchmore, Will H. Hart and Henry G. Herb: 

on January 14 argued the complaint of the Oklahom 

Portland Cement Co. against the Arkansas, Louisiana <« 

sulf and other carriers. The American Round Bale Co.’ 

complaint, set for argument on the same day, had to b: 

postponed on account of the inability of Judge S. H 
Cowan to make his voice heard without straining it. 

The cement complaint is against the inclusion ot 

the complainant’s plant at Ada, Okla., in the Kansas ga: 





belt rate group to points in Louisiana west of the Mis 
sissippi, points in southern Arkansas and a few in east 
ern Texas. The rates were all attacked as excessive in 
themselves and relatively unreasonable compared with 
rates from competing points of production in the gas belt 


been in other parts of the world. 
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THE TRAFFIC SERVICE NEWS BUREAU, 
Co.orado Building, Washington, D. C. 

Advance figures for the month of November and for 
the first five months of the current fiscal year for the 
steam roads having an annual operating income in ex- 


cess of $1,000,000 per annum were given out by the Com- 


mission on Monday. They show the following results 
for the 224,870 miles operated: 
For the country as a whole the operating income 


fell from $362.99 per mile for November, 1912, to $285.96 
for November, 1913; for the eastern district it fell from 
$533.20 to. $346.05; in the southern district the operating 


income rose from $245.99 to $257.29, and in the western 
it fell from $322.03 to $267.37. . 
The foregoing is in a little different form than the 


statement when only partial returns for a given mont 
are published, in that it is a statement of what is left in 
the treasury after the amount of taxes accruing for the 
month in question have been deducted. Of course the taxes 
are not paid monthly, but in order that there may be an 
accurate survey of the financial condition the amount of 
taxes for the inonth, were the taxes payable twelve 
months a year, has been deducted. 


The results for the five months of the current fiscal 
year are as follows: For the country as a whole the 
operating income fell from $1,905.02 per mile to $1,655.38; 
for the eastern district it fell from $3,062.13 to $2,447.81; 


for the southern district it rose from $1,158.98 to $1,174.11, 


and for the western district it fell from $1,608.56 to 
$1,443.71. 
For last November the total operating income was 


$261,598,214, as compared with $270,470,698 for the corre- 
sponding month of 1913; for the eastern district the 
operating income was $111,299,158, compared with $116,- 
389,098; for the southern district it rose from $39,156,110 
to $41,011,685, and in the western it fell from $114,925,583. 

In the five months the expenses ran as follows: For 
the country as a whole they rose from $179,684,877 to 
$185,261,613; for the eastern district they rose from $81,- 
091,871 to $95,671,435; for the southern district they rose 
from $27,589,882 to $28,794,056, and for the western dis- 
trict they fell from $71,063,124 to $70,816,121. 

The western district is the first to show the effect 
of retrenchment begun since the diminishing of the vol- 
ume of business. It is taken for granted that the effect 
of retrenchments ordered by roads in the eastern district 
will be made visible in the reports for December, which 


Sugar Creek, near Kansas City; at Hannibal and St. Louis; 
also Eagleford, Tex., and Dewey, Okla. 

The suggestion made by Messrs. Burchmore and Hart 
was that the Ada basis of rates to the destinations should 
be differentials under the rates from the competing points 
mentioned, not higher than five cents, especially in view 
of the fact that rates northward are arbitraries abov: 
the gas belt rates running from 5 to 7% cents, but gen 
erally speaking, 5 cents. 

They contended that the Gould lines are fighting fo: 
a retention of the territory contiguous to their lines, re 
gardless of the interests of the complainant. All they 
ask is that they be given the market at their very doors 
at such an advantage as their location, 200 miles neare: 
them than the gas belt towns, entitles them to receive 

Mr. Herbel, in his argument, called attention to th: 
fact that the complainants, in asserting that there were 
no rates whatever to certain mentioned points, overlooked 
the rule in the tariffs by combination rates could 
be made to the points designated. He also called atten 
tion to he asserted to be the fact that, notwith 
standing the disclaimer of the attorneys for the 
plainant, they are joint through rates from an 
originating point on the Gould system to destination 
points on that same system via a branch line of the 
Frisco that was not opened until after the rates com 
plained of had been established. As to points on new 
branch lines of the Gould system, Mr. Herbel said rates 
will be published if the complainants desire, but, inas 
much as no demands for cement rates had been made, 
none had been published. 


which 


what 
com 


asking 


The complainants ask for the publication of specifi 
rates to specific points, generally on the basis of dif 
ferentials under the gas belt rates. The specific rates 
desired are all set forth in the testimony and in the 
arguments. 


B. & O. LOSES OFFICERS 





Two prominent officials of the Baltimore & Ohio died 
suddenly on January 6—Captain George W. Booth, comp- 
troller, and Charles C. Riley, general superintendent of 
transportation of the B. & O. system. 

Captain Booth was a native of Baltimore and was 
educated in the schools of that city. At the age of 17 
he entered the Confederate army and served with dis- 
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inction from 1861 to 1865, being several times wounded. 
\s a young man, Captain Booth sailed from Baltimore 
o California during the gold rush to the far West by 
vay of Cape Horn, before the transcontinental railway 
ines were constructed. Returning, he entered the serv- 
ce of the Baltimore & Ohio Railroad in 1879, as a clerk 
n the freight department of the company, at Camden 
Station, and spent his entire railroad career with the 
jocal road. In 1881 he became identified with the account- 
ng department of the company, in a clerical capacity, and 
n 1884 he was promoted to the chief clerkship in the 
fice of the auditor of revenue. He was made general 
iuditor of the road in 1894, and in 1904 he was again 
promoted to the position of assistant comptroller. Captain 
Booth succeeded the late Major H. D. Bulkley as comp- 
troller of the company at the death of the latter official, 
vhich occurred in December, 1909. 

In speaking of the death of C. C. Riley, Vice-President 
4. W. Thompson summed up his capacities and accom- 
plishments in a few words: 

“As a railroad officer Mr. Riley was a man of great 
executive ability and force. The Baltimore & Ohio Rail- 
road System has suffered a great loss by his death, for 
during his connection with the company he accomplished 
much in raising the standard of its service, and his efforts 
in this respect will be felt for a long time to come. He 
was an authority on railroad transportation matters and 
was a notable specialist on the efficiency of equipment 
and the problems of handling traffic expeditiously. Mr. 
Riley’s wide experience in railroad service particularly 
fitted him for this work and he had gained a broad gen- 
eral knowledge of railroad conditions throughout the 
country. 

Mr. Riley was a native of Indiana, having been born 
at Cumberland, Oct. 1, 1864. He attended Butler College 
and was graduated from the Indiana College of Physicians 
and Surgeons, but later entered railway service in the 
operating department of the Big Four company in 1888, 
remaining in the employ of that line until 1897. He then 
became superintendent of car service and afterward super- 
intendent of transportation of the Baltimore & Ohio South- 
western at Cincinnati. From 1901 to 1903 Mr. Riley was 
car service agent of the Chicago Great Western, later 
filling the same position with the Erie. 

His next advancement was to superintendent of trans- 
portation of the Erie. In 1908 he became superintendent 
of transportation of the Kansas City Southern, from which 
position he was promoted to general superintendent. He 
was appointed assistant to the general manager of the 
Baltimore & Ohio in December, 1911, by A. W. Thompson, 
then general manager. Mr. Riley had supervision over 
matters of transportation efficiency, particularly with ref- 
erence to the utilization of equipment, its distribution, 
proper loading and movement over the road and through 
terminals until being promoted to the office of general 
superintendent of transportation on May 1, 1912. 





INTERSTATE COMMERCE CLUB 





John Curran of the Central Freight Association, and 
author of the widely known book, “Studies in Rate Con- 
struction,” gave an illuminating talk on the basis of rates 
in official territory, at a meeting of the Interstate Com- 
merce Club of Chicago on January 22. Mr. Curran based 
a part of his remarks on an amplification and explanation 
of matters covered in one of the lesson books of the La 


Salle Extension University. The organization of this club 
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is due to the energy and interest of Mr. E. S. Ketchum, 
General Manager of the Interstate Commerce Department 
of La Salle Extension University. 

Mr. Curran urged upon the members of the club the 
importance of the underlying principles of railway rates 
and their correct application. 

The tendency toward centralization of all matters 
regarding transportation and distribution in charge of an 
officer or executive of the modern industrial corporation 
was discussed by Frank H. Reed of THE TRAFFIC WORLD. 

The fact that freight rates have been reduced to such 
a low level in comparison with the service rendered has 
dircted the attention of industrial leaders to the oppor- 
tunities for economies in the handling of their transporta- 
tion proposition in their own plants, and on the streets, at 
the same time that the development of production in 
large units and the science of salesmanship has led to 
a closer study of distant markets and the proper railway 
service and rates for reaching them. The proper ap- 
plication of the motor truck, correct methods of packing 
and marking, and the use of various mechanical appli- 
ances for the handling of freight, are revolutionizing 
construction of buildings and layout of plants, and the 
relation of this proposition to. business. Taking the sub- 
jects of concern from a traffic standpoint, as a whole, 
they are of such great importance to industry that the 
modern organization recognizes four departments—finance, 
production, sales and distribution. All matters pertain- 
ing to the latter field should be grouped under the super- 
vision of an executive who has had proper experience and 
gives this feature of the business his special attention 
and keeps abreast of the times in improvements wher- 
ever made. . 


Cc. T. A. LUNCHEON. 


International trade of the United States was dis- 
cussed before members of the Chicago Transportation 
Association at a luncheon, January 22, by H. H. Garver, 
the commercial agent for the U. S. Bureau of Foreign 
and Domestic Commerce, stationed at Chicago. Mr. 
Garver said the opening of the Panama Canal would bring 
a rapid increase in foreign trade; that “heretofore the 
manufacturer was content with the trade he enjoyed 
at home, but as the efficiency of our factories and mills 
increased he found a surplus of his wares existed, and 
at once commenced to look for a foreign market. Some 
manufacturers had foresight enough to invade this for- 
eign field years ago, while many are awakening to the 
fact these markets are the cream of all, and commercial 
bodies will make excursions to these fields to study trade 
conditions, the different needs of the people,’ credits, 
freight facilities, besides many other details. Agencies 
will be established, and the American manufacturer will 
at last come into touch with a country where the trade 
naturally belongs to him. I refer to South America. 

“I have often heard the statement made that even 
if we had this trade we did not have the ships to carry 
it. Let me tell you, if we get the trade ships are gound 
to follow.” 


ELECTRIC VEHICLE MEETING. 

The regular monthly meeting of the Electric Vehicle 
Association of America will be held in Room No. 2, on the 
fifth floor of the Engineering Societies Building, 29 West 
39th street, New York City, on Wednesday, January 28, at 
8 p. m. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


interest Upon Overcharge Claims. 

Oregon.—There seems to be considerable difference 
in opinion regarding the payment of 6 per cent interest 
on overcharge claims as referred to in Conference Bul- 
letin No. 6, issued April 1, 1913, Rule 379, page 117, and 
would appreciate your advising me what your opinion is 
regarding the disposition of such order. The Commission 
clearly states that on all unsettled claims for overcharges, 
carriers- must. pay interest from the time charges were 
collected. There is a question whether the interest should 
accrue from the time the erroneous collection of charges 
was made or from the time that the claim was actually 
filed with the carriers. Some carriers are contending 
that they only pay interest to those who demand it, while 
others are paying interest on only complicated and aggra- 
vated claims; while still others pay from the time that 
the erroneous collection was made.” 

The Commission has held that whenever the carriers 
exact from a shipper a rate greater than that fixed in 
the schedule, an action will properly lie, under section 9, 
for the recovery of damages, and that any retention of 
such overcharge has all the effect of extortion and unjust 
discrimination against the person from whom its payment 
has been required. In other words, that the carrier has 
collected an unlawful sum of money from the shipper, and 
is not legally entitled thereto, and that therefore he should 
not only return this overcharge, but should pay interest 
on it for its use during the time for which he unlawfully 
held the same. On this theory, the Commission promul- 
gated Rule 379, which plainly states that interest must 
be paid “from the time the charges were improperly 
collected.” 

* . ° 
Carriers Should Follow Shipper’s instructions in Refrig- 
erated Shipments. 

Minnesota.—“Vegetables originating in California in 
the month of December are accepted by the Pacific Coast 
lines with shippers’ instructions, ‘Keep fully iced to des- 
tination.” A number of these shipments are destined to 
Canadian and American points where it is well known a 
low temperature must be encountered before reaching 
destination. Is a carrier justified in moving such freight 
through under instructions given by shippers, and, in 
event of damage by frost, would the carriers be relieved 
of liability?” 

In the absence of any express opinion by the Inter- 
state Commerce Commission on the exact question you 
submit, we must necessarily depend upon the general 
principles already laid down and the practice of carriers 
and shippers in transporting perishable freight. The opin- 
ion of specialists on refrigeration, in the main, is that an 
iced car passing through a warm zone and then a cold 
one might possibly retain the water from the melting 
ice and be a preventive to the freezing of goods. At 
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least, it is well known that an iced car will not so readil; 
permit the goods to freeze as an uniced one, and tha 
if cars are tightly built, well insulated, doors and hatche 
tight, goods would be as well protected against freezing 
as the present equipment in use can offer. 

It is well known that perishable goods originating 
at California points; in the winter, and destined to north 
western points, must be iced, else they will ferment and 
heat. To wholly meet the heat in California and the cold 
in the Northwest, while. the ear is in transit, would require 
the carriers to inaugurate a combination service,-and this 
is not yet practicable. When goods have been under 
refrigeration, it is not practicable to place them under 
heat, or to discontinue the refrigeration service, and, as 
the law does not contemplate that anyone shall do an 
impossible thing, it would not require the carrier to at 
tempt to make a successive use of refrigeration and arti- 
ficial heat on different parts of a journey of a single 
shipment in the same car. 

Where fhe initial carrier accepts instructions 
shipper to “keep fully iced to destination,” the carrier 
has a right to assume that the shipper was experienced 
in his own business and knew what he was doing when 
he made such request. The Act to regulate commerce 
having in contemplation that the carriers shall furnish 
such instrumentalities of transportation as refrigeration 
upon reasonable request therefor, and the shipper having 
requested refrigeration to destination, the carrier was 
compelled to abide by such instructions from the shipper 
on the waybills, and could not be expected to remove the 
ice from the ice melters and to substitute portable heat- 


ers to take the place of ice. 
= - - 


from 


LiabWity of Express Companies for Return of Money in 
Cc. O. D. Shipments. 

North Carolina—“A C. O. D. express shipment is 
made to a certain concern consigned to a third party, 
the latter having paid for the goods in advance. The 
express company by mistake remits the proceeds to the 
shipper, who in the meantime becomes a bankrupt and 
is unable to pay the third party. In such a case could 
not the third party look to the express company for settle- 
ment, it being their mistake in sending the returns to 
the shipper?” 

The question as to the character in which the carrier 
holds the money which it has collected on C. O. D. con- 
signments, does not seem to have been directly decided. 
But it will appear from the authorities that when the 
money is recovered for the goods which have been sent 
with the understanding that the carrier is to collect for 
them and bring back the money, it becomes responsible 
for its return to the former owner of the goods, whether 
he be the shipper or the consignee. 

* * * 


In Misrouting Consignee Should Pay Lawful Rate Via 
Route Shipment Moved. 

Massachusetts.—“Is my understanding correct that by 
a ruling of the Interstate Commerce Commission, ship- 
ments from point A to point B that can travel over two 
lines to the same destination, one line having a larger 
rate than the other, that the initial line should forward 
same over the cheapest route unless otherwise requested? 

“Several weeks ago one of the largest coal dealers 
ordered routed over a line that published a rate of $1.95 
per ton, several cars, and still later ordered more of the 
same grade of coal, but received it over a route that 
carried a rate of $2.25 per ton, an excess of 30 cents per 
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on over the first shipment, although the consignees dis- 
inctly stated to make this shipment via the route carry- 
ing the $1.95 freight rate. Is this party justified intend- 
ing the delivery light freight based on $1.95 per ton rate 
ind have the railroad settle with the shipper?” 

There is no duty imposed upon the initial carrier to 
turn shipments over to a competing line which has lower 
rates in effect. But if the initial carrier can forward the 
shipment via two or more reasonable and practicable 
routes, and receives no routing instructions to the con- 
trary, it is its duty to forward shipment via that available 
route over which the lowest charge for transportation 
applies. Hennepin Paper Co. vs. Northern Pacific Ry. Co. 
et al., 12 L C. C., 535, and many other similar cases cited. 
The Act to regulate commerce provides that the shipper 
has the right to specify the particular routing desired, and 
that it is the duty of the carrier to observe the same. 
But if the carrier fails to do so, and a higher freight 
charge is assessed, the consignee should pay the legal 
rate via the route over which the shipment moved, and 
then promptly apply to the Interstate Commerce Com- 
mission for a refund. 

= * 
Demurrage Charges Resulting From Failure of Consignee 
to Accept Shipment. 

Colorado.—““We made a shipment of a carload of a 
certain commodity from one state to John Doe in another 
state on a straight open bill of lading. When consignee 
received notice of arrival of shipment at destination he 
refused to accept it, claiming that it had not been ordered. 
In the course of time a notice was received by mail from 
the auditor of delivering line at our main office, which is 
situated in a different state from the billing station, that 
this shipment was on hand refused, and requested that 
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disposition be furnished. This was the first notice we 
had received of the refusal of the shipment and, due to 
the delay in receiving such notice, $13 demurrage had 
accrued and was assessed by the time disposition could 
be furnished. We claim that agent at destination should 
have wired billing agent of the refusal by consignee. This 
would have afforded us an opportunity to furnish dispo- 
sition immediately, as we have an office at point of ship- 
ment, and would have avoided accumulation of demurrage 
charges. What is required of the railways in a case of 
this kind? Has the Commission made a ruling on similar 
case?” 

While it is customary for carriers to notify shippers 
of the arrival of cars at destination, when the consignees 
refuse to accept the same, in shipments moving under 
order bill of lading, yet in straight consignments, the 
ownership being in the consignee, it is neither customary 
nor legally required that the carriers give to the shippers 
notice either of the arrival of cars at destination, or of 
consignee’s refusal to accept the same. Rule 4 (a) of the 
Uniform Demurrage Code, which has received the ap 
proval of the Interstate Commerce Commission, provides 
that, “Consignee shall be notified by carrier’s agent in 
writing or as otherwise agreed to by carrier and consignee, 
within twenty-four hours after arrival of cars and billing 
at destination,’ and Rule 7, ibid., provides that “After 
the expiration of the full time allowed a charge of $1 
per car per day or fraction of a day will be made until 
car is released.” 

We are of the opinion that there has not been, in 
this particular instance,’ such “delay or improper notice 
by carriers,” as is within the meaning of Rule 8 (d), as 
would justify the carrier to waive the demurrage charges 
that accrued. 


~ Docket of The Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new and have not been carried in the publication during the 
preceding week. 


January 24—Erie, Pa.—Special Examiner Gutheim: 
6233—Standard Chair Co, vs. P. R. R. Co. et al. 


January 24—Chicago, Ill.—Special Examiner Settle: 
6275—Western Newspaper Union vs. C. M. & St. P. Ry. Co. 
6356—City Ice and Supply Co. vs. C. & N. W. Ry. Co. et al. 

January 24—El Centro, Cal.—Special Examiner Thurtell: 
Fourth Section Application No. 8491. 

January 24—Nashville, Tenn.—Special sega Disque: 
5480—Chesnutt Lumber Co. vs. L. & R. R. Co 
6332—J. H. Wilkes & Co. vs. Ala. Gt. a R. R. Co. et al, 


January 26—Memphis, Tenn.—Special Examiner Disque: 
5196—Paducah Box and Basket Co. vs. Ill. Cent. R. R. Co. 
5383—Orgill Bros. & Co. vs. Ill. Cent. R. R. Co. 
5659—Helena Freight Bureau vs. Mo. Pac. Ry. Co. et al. 
5672—Gayoso Lumber Co. vs. Gulf & §S. I. R. R. Co. et al. 

somuaty 26—Milwaukee, Wis.—Special Examiner Gutheim: 
6278—Milwaukee Fruit and Produce Exchange vs. Crosby 

Trans. Co. et al. 


January 26—Washington, D. C.—Special Examiner Marshall: 
§099—-Peoples’ Fuel and Supply Co. vs. Grand Trunk Western 
Ry. Co. et al. 
January 26—Washington, D. C.—Special Examiner Gibson: 
6216—Page Miliing Co. et al. vs. Norf. & West. Ry. Co. 
6269—Stuart’s Draft Milling Co. et al. vs. Sou. Ry. Co. et al. 


January 27—Topeka, Kan.—Special Examiner Gutheim: 

1. & § 314—Storing in transit and concentration in transit 
privileges upon shipments of dairy products from eastern 
shipping points to destinations in California, Washington 
and other points. 


January 27—Pittsburg, Pa.—Special Examiner Settle: 
5827—Central West Virginia Glass Mfrs. Assn. vs. B. & O. 
R. R. Co, et al. 
January 27—Memphis, Tenn. a Examiner Disque: 
Fourth Section Application No. 1952 on 
5475—Memphis Freight Bureau for Memphis Rice Mills vs, Iil. 
Cent R. R. Co. et al. 
5856—Memphis Freight Bureau for Chickasaw Cooperage Co. 
vs, Ill, Cent. R. R. Co. et al. 
5786—City | of Brownville, Tenn., et al. vs. L. & N. R. R. 
‘o. et 
6846—May Bros. et al. vs. St. L. & S. F. R. R. Co. et al. 


January 28—Washington, D. C.—Special Examiner a 

* 5919—Alpha Portland Cement Co. vs. B. & O. R. R. Co. et al. 

* 5920—Alpha Portland Cement Co. vs. P. R. R. co 

January 29—Denver, Colo.—Special Examiner Gutheim: 

* 1, & S. 344—Coal rates from Oak Hills, Colo. 

* || & S. 309—Rates on bananas and cocoanuts from New Or- 
leans, La., and-other gulf ports, to points in Idaho and other 
states. 


January 28—Memphis, Tenn.—Special Examiner Disque: 
5936—Pouncey Paving and Construction Co. vs, St. L. lL M. & 
Sou. Ry. Co. 
598¢—Humphreys- -Godwin Co. vs. Yazoo & Miss. Valley Ry. 


Co. al. 
s996—Wickey & Sons Co. et al. vs. Mo. & Nor. Ark, R. R. 
Cc t 


6018—City of Covington, Tenn., et al. vs. Ill. Cent. R. R. Co. 
Fourth Section Application Nos. 2043 and 2045. 
January 28—Washington, D. C.—Special Examiner Gibson: 
6246—Eastern Fruit Growers’ Assn. et al. vs. B. & O. R. R. 
Co. et 
January 28—Philadelphia, Pa.—Special Examiner Settle: 
re ae Car Co. vs. P. R. R. Co. et al. 
. & S. 320—Coal rates to Perth Amboy, N. J. 


semaaty 28—New Orleans, La.—Special Examiner Smith: 
5907—C. W. Robinson vs. N. O. Gt. Nor. R. R. Co. et al 
6191—Huddock Orleans Cypress Co. vs. La. Ry. & Nav. Co. 


et al. 
6092—New Orleans Board of Trade vs. La. Ry. & Nav. Co. 
et al. 
6323—New Orleans Board of Trade vs. N. O. E. R. R. Co. 
5544—Capital City Oil Co. vs. Tex. & Pac. Re Go. et al. 


January 28—Jackson, Miss.—Special Examiner J. E. Smith: 
Fourth ——- a paencen o. 461. 
5420—G. 1 & Bro. vs. Sou, Ry. Co. et al. 
8082—Jackson Oil and Refining Co. vs. Sou. Ry. Os. et al. 
6109—Meeds Lumber Co. vs. Ala. Cent. Ry. Co. et al. 
6116—Morrison Coal Co. vs. Ill. Cent. R. R. Co. a al. 
January 28—Memphis, Tenn. ak Gent. R Examiner Disque: 
6311—H. C. Miller et al. vs Cent. R. R. Co. et al. 
January 29—NewW Orleans, La.—Special auton Thurtell: 
Fourth Section Application? Nos. 677 and 1766. 


January 29—Jackson, Miss. ecial pase Smith: 
6227—Hall & Co. 


Lumber Co. vs. Sou. 
5648—Pine Belt mber Co. vs. Gulf & s t R. R. Co. 
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January 29—Memphis, Tenn—Special Examiner Disque: 
Fourth Section Application Nos. 4218 and 4219. ° 
6148—J. A. Brittain vs. N. C. & St. L. Ry. Co. et al 
6149—Obion Hardware Co. et al. vs. C. lL. & S. R.. R. Co. et al. 
6236—E. Sondheimer Co. vs. St. L. I. M. & S. Ry. Co. et al. 
6169—Anderson Tully Co. vs. St. L. & S. F. R. R. Co. et al. 


January 29—Jackson, Miss.—Special Examiner J. Edgar Smith: 
Fourth Section Application Nos. 461 and 2045. 


January 30—Hearing of Docket No. 6271, Monon Coal Co. et al. 
vs. C. & E. I. R. R. Co. et al, now assigned before Special 
Examiner Eddy at Chicago, Ill., is continued to a date to 
be hereafter fixed. 

January 30—Memphis, Tenn.—Special Examiner Disque: 
6363—Anderson Tully Co. vs. St. L. I, M. & Sou. Ry. Co. et al. 
eens Tully Co. vs. Yazoo & Miss. Valley R. R. Co. 

et al. 
6341—Oliver-Pinnie Co, vs. Sou. Ry. Co. et al. 
6368—Oliver-Pinnie Co. vs. L. & N. R. R. Co. et al. 

January 30—Chicago, lll—Special Examiner Eddy: 
6271—Monon Coal Co. et al. vs. C. & E. IL. R. R. Co. et al. 


vanuary 30—Memphis, Tenn.—Special Examiner Disque: 
Fourth Section Application Nos. 1779 and 2043. 
January 31—Albany, N. Y.—Special Examiner Settle: 
l. & S. 335—Marble rates from Vermont points. 
January 31—Salt Lake City, Utah—Special Examiner Gutheim: 
* 6392—Knight Woolen Mills vs. C. & N. W. Ry. Co. et al. 
January 31—Vicksburg, Miss.—Special Examiner Smith: 
5481—E. J. Bomer and J. C. Bomer vs. Yazoo & Miss. Valley 
R. R. Co, et al. 


February 2—Cairo, [Il.—Special Examiner Disque: 
Fourth Section Application No. 2045. 
6203—Sou. Lumber Co. vs. La. Ry. & Nav. Co. et al. 
6347—Clark Danforth Handle Co. vs, Ill. Cent. R. R. Co. 


February 2—New Orleans, La.—Special Examiner Thurtell: 

The following Fourth Section Applications: 
461—Alabama & Vicksburg Ry. Co. 
'542—Alabama Great Southern R. R. Co. 
8965—C. N. O. & T. P. Ry. Co. 
2045—Ill. Cent. R. R. Co. 
1952—L. & N. R. R. Co. 
1065—L, H. & St. L. Ry. Co, 
2138—M. & O. R. R. Co. 
458—N. C. & St. L. Ry. Co. 
1548—Sou. Ry. Co. 
'2043—Yazoo & Miss. Valley R. R. Co. 
754—Louisiana Ry. & Nav. Co. 
4218—Mo, Pac. Ry. Co. . 
4886-4907.4908—St. Louis Southwestern Ry. Co. 
3528—Missouri, Kansas & Texas Ry. Co. 
1950-1951—Kansas City Sou. Ry. Co. 
2636—Texas & Pacific Ry. Co. 
3671-3672—Missouri & North Arkansas R. R. Co. 
2388—St. Louis & San Francisco R. R. Co. 

February 2—Hearing of I. & S. Docket 344, coal rates from Oak 
Hills, Colo., now assigned before Special Examiner Gutheim 
at Denver, Colo., is cancelled and the case reassigned for 
aes before Examiner Gutheim, January 29, at Denver, 

olo. 

February 2—Hearing of I. & S. Docket 309, rates on bananas 
and cocoanuts from New Orleans, La., now assigned for 
hearing before Special Examiner Gutheim at Denver, Colo. 
is cancelled and the case re-assigned for hearing before 
Examiner Gutheim, January 29, at Denver, Colo. 

February 2—Salt Lake City, Utah—Special Examiner Gutheim: 

* 6280—Boise Lumber Co. vs. Pac. & Ida. Nor. Ry. Co. et al. 

February 2—Owensboro, Ky.—Special Examiner J. BE. Smith: 

‘6880—Drury Coal Co. vs. Ill. Cent. R. R. Co. 
6031—Owensboro Wagon Co. vs. Sou. Ry. Co. et al. 


February 2—Denver, Colo.—Special Examiner Gutheim: 

1. & S. 344—Coal rates from Oak Hills, Colo. 

lI. & S. 309—Rates on bananas and cocoanuts from New Or- 
leans, La., and other gulf ports to points in Idaho and other 
states. 

February 3—Louisville, Ky.—Special Examiner J. Edgar Smith: 
$066—Sunny Brook Distillery Co. vs. Pa. Term. Ry. Co. et al. 
6164—S, J. Greenbaum Co. vs. L. & N. R. R. Co. et al. 
6155—S. J. Greenbaum Co. vs. B. & O. R. R. Co. et al 
6156—S. J. Greenbaum Co. vs. Sou. Ry. Co. et al. 

Fourth Section Application Nos. 1648 and 1962. 

February 4—Cincinnati, 0.—Special Examiner Disque: 

6219—B, Johnson & Son vs. L. & N. R. R. Co. et al. 

February 4—Cincinnati, O.—Special Examiner Disque: 
6264—Dewey Bros. Co. vs. B. & O. S. W. R. R. Co, et al. 

February 4—Hearing and argument at Washington, D. c: 
|. & S. 11—The tap line case. 

Februa 4—Hearing of Docket No. 6392, Knight Woolen Mills 
vs. C. & N. W. Ry. Co. et al., now assigned before Special 
Examiner Gutheim, at Salt Lake City, in cancelled and the 
ease re-assigned for hearing before Special Examiner 
Gutheim January 31, at Salt Lake City. 


February 4—San Francisco, Cal.—Special Examiner Gutheim: 
* 6366—Big Basin Lumber Co. et al. vs. Sou. Pac, Co. et al. 
* 1. & §. 241—California-Colorado lumber rates. 


February 4—Salt Lake City, Utah—Special Examiner Gutheim: 
6392—Knight Woolen Mills vs. C. & N. W. Ry. Co. et al. 


Februa 5—Salt Lake City, Utah—Special Examiner Gutheim: 
6280—Boish Lumber Co. vs. Pac. & Ida. Nor. Ry. Co. et al. 


February 6—Argument at Washington, D. C.: 

* Fourth Section Application Nos. 8806 and 8807, of the Southern 
Ry. Co. and other carriers, which asks authority to estab- 
lish lower rates from St. Louis, Mo., the Ohio River cross- 
ings, Memphis and Nashville, Tenn., Decatur and Hunts- 
ville, Ala., to stations in North Carolina, than the rates con- 
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currently applicable on like traffic from, .to and betwe:« 

intermediate stations. 

February 6—Argument at Washington, D. C.: 
5314—Allentown Portland Cement Co, vs. P. & R. Ry. Co. 
|. & S. 248—Emlenton, Pa., petroleum rates. 
3771—Stonega Coke and Coal Co. vs. L. & N. R. R. Co. et a! 

February 7—Argument at Washington, D. C.: F 
$127—Metropolis Commercial Club vs. Ill. Cent. R. R. Co. et a! 
5490—Lebanon Commercial Club vs. L. & N. R. R. Co. et al. 

- 6$445—Cunningham, Duncan & Co. et al. vs. LL & N. R. R. C 
5673—Lindsay & Co., Ltd., vs. Wells Fargo & Co. et al. F 
a= & Co., Ltd., et al. vs. Northern Express Co 


February 9—San Francisco, Cal.—Special Examiner Gutheim F 
1. & S. 314—Storing in transit and concentration in transit 
privileges upon shipments of dairy products from eastern F 


shipping points to destinations in California, Washington and 
other points. 


5978—Wichita Produce Assn. vs. A. T. & S. F. Ry. Co. et al. : 
6366—Big Basin Lumber Co. et al. vs. Sou. Pac. Co. et al. 
February 9—Hearing of Docket No, 6366, Big Basin Lumber Co 
et al, vs. Sou. Pac. Co. et al., now assigned before Special 
Examiner Gutheim at San Francisco, Cal., is cancelled and x 
the case reassigned for hearing before Examiner Gutheim at 
San Francisco, Cal. 4 
February 9—Hearing of I. & S. 241, California-Colorado lumber ‘ 


rates, now assigned before Special Examiner Gutheim at 1 
San Francisco, Cal., is cancelled and the case reassigned 
for hearing before Examiner Gutheim at San Franisco, Cal. , 
February 9—San Francisco, Cal—Special Examiner Gutheim: 
* 6350—Pacific Nav. Co. vs. Sou. Pac. Co. et al. 
February 9—Washington, D. C.—Special Examiner Pitt: 
The following Fourth Section applications: 
60i—New Orleans & North Bastern R. R. Co. 
2045—Illinois Central R. R. Co. 
1952—Louisville & Nashville R, R. Co. 
2138—Mobile & Ohio R. R. Co. 
1548—Southern Ry. Co. 
1625—C. C. McCain, agent. ~ 
4966—Chesapeake & Ohio Ry. Co. 
1561—Norfolk & Western Ry. Co. 


1548—Southern Ry. Co. 

1573—Seaboard Air Line Ry. 

703—Atlantic Coast Line Ry. Co. 
1530—Central of Georgia Ry. Co. 

972—Atlanta, Birmingham & Atlantic R. R. Co. 


February 9—San Francisco, Cal.—Special Examiner Gutheim: 
* 1, & S. 241—California-Colorado lumber rates. 


February 11—San Francisco, Cal.—Special Examiner Gutheim: 
sar R. Commission of California vs. Ala. G. S. R, R. Co. 
et al. 
February 11—Argument at Washington, D. C.: 
4817—George A. Hormel & Co. vs. C. M. & St. P. Ry. Co. et al. 
6899—Mobile Chamber of Commerce and Business League et 
al, vs. Abilene & Rockfish R. R. Co, et al. 
6082—New Orleans Cotton Exchange et al. vs. L. & N. R. R. 
February 12—Buffalo, N. Y.—Special Examine tti : 
* 1, & S. 341—Switching at Arcade, N. Y. \. 
February 12—Argument at Washington, D. C.: 
6089—Whegler Lumber and Bridge Supply Co. et al. vs. A. T. 
& S. F. Ry. Co. et al. 
6051—Rockford Mfrs. and Shippers’ Assn. vs. A. T. & S. F 
Ry. Co. et al. 
$889—Furniture Mfrs.’ Assn, of Grand Rapids vs. Ann Arbor 
R. R. Co. et al. 
February 13—Chicago, Ill.—Special Examiner Pattison: 
* 1. & S. 326—Salt rates to Louisiana points. rs 
February 13—Argument at Washington, D. C.: 
4903—Davidson Lumber Co. vs. Sou. Ry. Co. et al. 
6828—Jefferson Milling Co. vs. B. & O. R. R. Co. 
|. & S. 237—Illinois-St. Louis coal rates. 
$668—Lumaghi Coal Co. et al. vs. B. & O. S. W. R. R. Co. et al. 
Ss oe os League of St. Louis vs. B. & O. S. W. 
. R. Co. et al. 


February 13—Los Angeles, Cal.—Special Examiner Gutheim: 
5929—Edmund Peycke Co. vs. Wells Fargo Co. et al. : 
February 14—Argument at Washington, D. C.: 
6048—Livingston Bros. Co. vs. C. M. & St. P. Ry. Co. et al. 
5791—W. D. Weaver vs. West Shore R. R. Co. et al. 
sn Baggage Committee vs. A. T. & S. F. Ry. Co. 
et al. 


February 14—Chicago, Ill.—Special Examiner Pattison: 
* 1. & S. 305—Ratings on high explosives. 
February 14—Los Angeles, Cal.—Special Examiner Gutheim: 
* 6463—Newmark Grain Co. et al. vs. Sou. Pac. Co. et al. 
February 14—Oral argument of Docket 5791, W. D. Weaver vs. 
West Shore R. R. Co. et al., now assigned before the Com- 
mission at Washington, is cancelled. 
February 16—Hearing at Washington, D. C.: 
6223—Tanners’ Supply Co. vs. L. & N. R. R. Co. et al. 
February 16—Argument at Washington, D. C.: 
5764—Bascom French Co. vs, A. T. & S. F. Ry. Co. et al. 
5840—Merchants and Mfrs. Assn. of Baltimore vs. Cape 
Charles R. R. Co, et al. 
re Sand and Gravel Co. vs. Vandalia R. R. Co. 
et al. 
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6007—H. F. Norton Co. vs. Nor. Pac. Ry. Co. et al. 
6211—Frye & Co. vs. Nor. Pac. Ry. Co. et al. 
6268—Hans Trier vs. C. St. P. M. & O. Ry. Co. et al. 


February 16—Knoxville, Tenn.—Special Examiner Pattison: 

* 1. & S. 345—Class and commodity rates from Knoxville, Tenn. 

* — ae a of Knexville, Tenn., vs. C. N. O. & T. P. 
y. Co. et al. 
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Februa 17—Washington, D. C.—Commissioner McChord: 

* 6381—In re control of carriers by rail over carriers by water. 
Application of the Pennsylvania R. R. Co, and the Northern 
Central Ry. Co. under the provisions of Section 5 of the 
Interstate Commerce Act as amended by Section 11 of the 
act of Congress of August 24, 1913. 


February 17—Hearing continued from January 5, at Boston, 
Mass.—Special Examiner Rynder: 
§900—Boston Potato Receivers’ Assn. vs. Clyde S. S. Co. et al. 
February 18—Kansas City, Mo.—Commissioner Meyer: 
6180—Board of Trade of Kansas City, Mo., vs. St. L. & S. F. 
R. R. Co. et al, 
February 19—Fort Worth, Tex.—Special Examiner Gutheim: 
1. & S. 359—Malt rates to Texas points. 


February 19—Oklahoma City, Okla.—Special Examiner Gutheim: 

|. & S. 336—Peant rates to Oklahoma City, Okla. 

February 19—Washington, D. C.—Commissioner Harlan: 

* 6324—In the matter of rates on bituminous coal from points 
in Virginia, West Virginia, Kentucky and Tennessee to 
poiats in Virginia, North Carolina, South Carolina, Georgia 
and Florida. 

* are Assn. of S. C. vs. Caro, C. & O. Ry. of 
Ss. C. et al. 

* 5505—Belton Mills et al. vs. Norf. & West. Ry. Co. et al. 

* 5583—Columbia Laundry Co. et al. vs. Sou. Ry. Co. et al. 

* Se Laundry Co. et al. vs. Caro, C. & O. Ry. Co. 
et al. 

* 5667—Tomlinson Chair Co. et al. vs. Va. & S. W. Ry. Co. et al. 

* Pree Cotton Mill Co. vs. Norf. & West. Ry. Co. 
et a 

* 5836—City of Spartanburg, S. C., vs. Caro, C. & O. Ry. Co. 
et al. 

* 5992--Black Mt. Corporation vs. L. & N. R. R. Co. et al. 

February 20—Oklahoma City, Okla.—Special Examiner Gutheim: 

Sash — Correll, Brough & Robinson et al. vs. A. T. & S. F. Ry. 
o. et al. 
5649—Corporation Commission of Oklahoma vs. K. C. M. & 
O. Ry.. Co. et al. ig 
6259—Corporation Commission of Oklahoma vs. Wichita Falls 
& N. W. Ry. Co. et al. 

February 23—Joplin, Mo.—Special Examiner Gutheim: 

* 6084—Southwestern Missouri Millers’ Club vs. Mo. Pac. Ry. 
Co, et al. 

February 25—Louisville, Ky.—Special Examiner Gutheim: 

5508—Louisville Board of Trade vs. L. & N. R. R. Co. 

February 27—Louisville, Ky.—Special Examiner Gutheim: 

1. & S. 337—Cottonseed foots rates from New Orleans, La. 

February 28—Pittsburg, Pa.—Special Examiner Gutheim: 

6318—Grain and Hay Exchange of Pittsburgh vs. Pa. Co. et al. 








s 7, Sub. 20. Pepper & Diemer, Danvic, Trail and Clear- 

ty Minn., vs. Minneapolis, St. Paul & Saulte Ste. Marie 
Ry. 

‘anlaat the charging of interstate rates on shipments of 
coal and grain between points in Wisconsin and Minnesota 
intrastate rates. Reasonable and just. rates asked for and 
in excess of the Minnesota reparation. 

No. 6474. Spoke Manufacturers Association, Poplar Bluff, Mo., 
vs. St. Louis Southwestern, et al. 

Unjust, unreasonable and unjustly discriminatory rates 
on club turned spokes from points in Tennessee, Kentucky 
and Mississippi and points in C. F. A. territory in so far as 
they exceed rates contemporaneously in effect on the classes 
of lumber from which the spokes are turned out. Ask for 
the same rates as on lumber and reparation. 

No. 6475. Dillwyn Grain & Supply Co., Dillwyn, Kan., vs. 
Atchison, Topeka & Santa Fe. 

Excessive charges for the shipment of bulk corn in refrigera- 
tor cars from Dillwyn, Kan., to Fowler, Cole., by reasons of 
inability to load to carload minimum. Just and reasonable 
charge asked for and reparation of the difference. 

No. 6476. McLean Lumber Co., Chattanooga, Tenn., vs. Ala- 
bama, Tennesese & Northern, et al. ; - 

Against a rate of 16 cents per 100 pounds on shipments of 
logs from Alabama points to Chattanooga as unreasonable 
and unjust. Ask for a rate not to exceed 12% cents and 


reparation. 
No. 6477. Albert Miller & Co., Chicago, Ill, vs. Wabash R. R. 
et al. 


Excessive rates on shipments of apples between Missouri 
and Wisconsin points. Reasonable rates asked for and rep- 
aration. 
No. 6478. Hale-Mylrea Lumber Co., Long Lake, Wis., vs. Chi- 
cago & Northwestern Railway Co. 

Excessive and unreasonable charges on shipments of coal 
from Escanaba, Mich., to Long Lake, Wis.. Reasonable 
maxima rates asked for and reparation. 

No. 6480. Kansas City Bolt and Nut Co. vs. Chicago Great 
Western et al. 

Excessive, unjust, unreasonable and unduly discriminatory 
rates on bolts, bar iron, nuts, tie rods, tie bolts and track 
bolt nuts from Kansas City to points in Iowa, as compared 
with the rates from St. Louis to the same destinations. Cease 
and desist order asked for, maxima carload rates, and 
reparation. 

No. 6481. Jacob E. Decker & Sons, Mason City, Ia., vs. Min- 
neapolis & St. Louis R. R. Co, et al. 

Excessive and discriminatory rates on packing house prod- 
ucts from Mason City to points in Texas, Arkansas and Louis- 
iana, to the extent that they are compelled to pay a differ- 
ential over the Chicago basis to the same points. Ask for a 
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cease and desist order, reparation, and the fixing of rates on 
a reasonable basis. 

No, 6482. Bowling Green Business Men’s Protective Associa-~ 
tion, Bowling Green, Ky., vs. Evansville & Bowling Green 
Packet Co. et al. ; 

Against a refusal to join in interstate rates on through bills 
of lading from St, Louis, ‘Chicago, Detroit, Indianapolis, Pitts- 
burgh, Cleveland, Cincinnati, Syracuse, N. Y., and New York 
City to Bowling Green, thus placing an embargo upon the use 
of the rail routes to Evansville in connection with the water 
route from that point. Demand joint through rates. 

No. 6483. Board of Railroad Commissioners of Montana vs. 
Butte, Anaconda & Pacific Ry. Co. et al. 

Unjust and unreasonable rates from stations in Montana to 
St. Paul, Minneapolis, Minnesota Transfer, Duluth, Superior, 
Seattle, Tacoma and Portland on corn, rye, oats, barley, 
wheat, flaxseed and millet seed, carloads. Ask for a hearing 
and investigation and the establishment of just and reasonable 
maxima rates. 

No. 6484. City of Nashville and the Traffic Bureau of Nash- 
ville vs. L. & N. et al. 

Against a failure to absorb switching charges on non-com- 
petitive traffic, thus giving undue and unreasonable preference 
and advantage to carload competitive grain traffic to and 
from the Hermitage elevator. Ask for hearing and investiga- 
tion, the establishment of maxima rates for the future for the 
switching of interstate carload competitive and non-competi- 
tive traffic. 

No. 6486. Laclede Christy Clay Products Co., St. Louis, Mo., vs. 
Missouri Pacific et al. 

Excessive charges on shipment of fire brick and fire clay, 
St. Louis to Kirbyville, Tex., due to alleged misrouting. Cease 
and desist order and reparation asked for. 

No. 6487. Colonial Sugars Co., New Orleans, La., vs. Louisiana 
Ry. and Navigation Co. 

Against the alleged failure of the latter to pay dunnage 
charges of $1.50 per car on paper and lumber furnished by 
complainant for cars used in the transportation of sugar from 
Gramercy, La., to points in Arkansas, Missouri, Texas and 
Tennessee. Reparation asked on 138 cars and for a cease and 

desist order. 


MINOR UNREPORTED OPINIONS 


No. A400, Case 5695—Sulzberger & Son Co. vs. Sou. Pac. Co. 
et al. Decided Dec. 4, 1913. Increase in rates for the trans- 
portation of oleo stock from Los Angeles to Chicago not justi- 
fied and reparation allowed in the sum of $363.03. 

No. A401, Case 5202—Sioux City Brewing Co. vs. C. M. & 
St. P. et al. Decided Dec. 1, 1913. Reparation allowed in the 
sum of $281.29, account of misrouting shipments of beer from 
Sioux City, Ia., to Herrick, S. D., and returned shipments of 
empty beer packages from Herrick to Sioux City. 

No. A402, Case 5816—Hanley Bros. Co. vs. C. M. & St. P. 
et al. Decided Dec. 1, 1913. Rates for the transportation of 
peaches from Orchard Siding, Ark., to Beloit, Wis., unreason- 
able and reparation allowed in the sum of $100. 








ERIE CHICAGO OFFICE IN TRANSPORTATION 
BUILDING. 

The Chicago headquarters of the Erie Railroad are 
now located in splendidly arranged and equipped offices 
on the thirteenth floor of the Transportation building. 

The private offices of the officials are located close 
to the entrance, and beyond them, on the Dearborn street 
side of the building, are located the open offices for 
clerks and the performance of routine work. 

There is ample space, the offices are well equipped, 
and a very convenient feature is the lighting, natural 
light being obtained from the windows, and a first-class 
system of indirect illumination having been installed. The 
ample lighting and good equipment of the office should 
produce results which will be not only very satisfactory 
to the railroad, but will result in improved service to 
shippers. 





MODIFIES QUESTIONS. 


The Commission, as a result of the conference be- 
tween Commissioner Harlan and representatives of the 
carriers, held on January 7, on Monday issued a circular, 
further defining the questions asked in the circular of 
December 20 in Docket No. 5860 and I. & S. No. 333, the 
advanced rate matter. The further definitions are in- 
tended to simplify the work of furnishing data by placing 
limits as to time and material. Copies of it have been 
sent to all concerned. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 


— 


WESTERN CLASSIFICATION COMMITTEE, 
R. C. Fyfe, Chairman, W. E. Prendergast, H. C. Bush. 

The Western Classification Committee will on the 
date and at the hour named in connection with each 
subject named below take up and consider the following 
applications for changes in ratings, rules, etc., in Classi- 
fication No. 52. Interested parties desiring to appear 
and present arguments on these subjects will be heard, 
at the hour named, in the Committee’s conference room, 
No. 1875 Transportation Building, 608 South Dearborn 
St., Chicago. 

Interested parties who cannot appear in person may 
present written arguments which should contain full in- 
formation as to packing, values, weight, value per cubic 
foot and possible loading per 36-foot car. 


MONDAY, FEBRUARY 9. 

Docket No. 15—10:00 A. M.—Tar in Tank Cars. 

Item 21, Page 256, Classification No. 52. 

Tar, not otherwise indexed by name, in tank cars, C. L., weight 
per gallon 9.5 Ibs., subject to Rule 32, class D. The follow- 
ing substitute is proposed: Tar, not otherwise indexed by 
name, in tank cars, C. L., minimum weight 50,000 Ibs.. 
class D. * 


Docket No. 16—2:00 P. M.—Concrete Distributing Equipment. 

Concrete Distributing Equipment, consisting of ocelot Hop- 
pers, iron or steel, not thinner than 16 gauge, Flexible 
Receiving Pipe, iron or steel, not thinner than 16 gauge, and 
Conveying Chutes or Troughs, iron or steel, not thinner 
than 16 gauge, in sections thirty feet in length and under 
Petitioner requests rating of fourth class in packages or 
loose. Present rating, first class. 


CHICAGO JUNCTION FACILITIES 


On November 25 about one hundred and sixty shippers 
and representatives of various Chicago railroads accepted 
an invitation of the Chicago Junction Railway to make 
an inspection of their union freight stations. A special 
train was run directly through the Stock Yards to the 
Union Freight Station at 43d and Robey streets. The 
entire party were shown through the Midland warehouse 
and had explained to them the system of handling main- 
tained by the warehouse company, and also the operation 
of through and local transfer cars loaded in this freight 
house. 

After this inspection the train was switched. to the 
Central manufacturing district at 35th street; all were 
entertained at luncheon in the rooms of the Central Manu- 
facturing District Club. The luncheon over, J. F. Morton, 
traffic managef of the Chicago Association of Commerce, 
spoke briefly on the advantage of through package cars, 
and was followed by L. Nicholson, traffic director of the 
Central manufacturing district, who outlined the policy 
and aims of the district’s traffic committee, with particular 
reference to the loading and routing of through merchan- 
dise cars. 

On the afternoon trip the first stop was at the Chicago 
River & Indiana Co,’s dock and freight storage house, 
where a few minutes were spent in looking over the facili- 
ties at that point. The Union Freight Station at 15th street 
and Western avenue was then visited, and here it was 
found that a large addition is being built to take care of 
the increasing business handled. 
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PERSONAL 


The office and department of J. D. Cornell, genera! 
freight and passenger agent Rock Island Southern Rail- 
way Co., has been removed from Monmouth, IIL, to 
Davenport, Ia. 

The following traffic changes are announced by W. R. 
MacInnes, freight traffic manager, the Canadian Pacific 
Railway: Eastern division: Substitute the name of A. O. 
Secord for that of H. A. Plow, district freight agent, 
Ottawa, Ont. Ontario division: L. Mulkern, formerly 
district freight agent, London, Ont., is appointed, to the 
same position at Toronto, Ont., vice J. H. Griffin, resigned; 
H. A. Plow, formerly district freight agent, Ottawa, Ont., 
is appointed to the same position at London, Ont., vice 
L. Mulkern, transferred to Toronto, Ont. Saskatchewan 
division: Substitute the name of R. Cushman for that 
of W. H. Allison, district freight agent, Saskatoon, Sask. 
New York territory: Eliminate Allan Cameron, general 
traffic agent. Position abolished. Change title of W. F. 
Stevenson, to read general agent freight department. 
Address changed to Rooms 1550-1556, Woolworth Build- 
ing, New York, N. Y. Buffalo territory: The office of 
Cc. S. Richardson, district freight agent, Buffalo, N. Y., 
is now located at 302 Main street. Cleveland territory: 
Substitute the name of M. S. Throne, for that of B. C. 
Tucker, district freight agent, Cleveland, O. Cincinnati 
territory: The office of B. R. White, freight agent, Cin- 
cinnati, O., is now located in Room 2408, Union Central 
Building. Detroit territory: The office of E. Olson, dis- 
trict freight agent, Detroit, Mich., is now located in Rooms 
506-510 Dime Bank Building. Spokane territory (Spokane 
International Ry.): Eliminate the name of A. H. Sperry, 
assistant general freight and passenger agent, Spokane. 
Wash. 

E. B. Boyd, whose resignation as assistant to vice- 
president Denver & Rio Grande and other lines, was noted 
in THe TRAFFIC Worx”pD of January3, has been appointed 
manager of the transportation department of the Chicago 
Board of Trade, succeeding W. M. Hopkins 


xyeorge R. Browder has been appointed traffic com- 
missioner, Corrugated Paper Patents Co., Dayton, O., with 
offices at 1140-42 Transportation Building, Chicago. 

Ward Prouty, one of the well-known examiners for the 
Interstate Commerce Commission, is to take service with 
the physical valuation board. 


J. T, Marchand, who has for a number of years been 
an attorney for the Interstate Commerce Commission, has 
been placed in charge of the historical department of the 
physical valuation board. 

G. W. Feakins, assistant to general traffic manager of 
the El Paso & Southwestern at Chicago, has been ap- 
pointed general agent at St. Louis, the appointment to 
take effect February 1, as a successor to John F. King, 
who was appointed general passenger agent at El Paso. 
In the item concerning this appointment published a few 
weeks ago Mr. Feakins was erroneously designated as 
commercial agent at St. Louis. 


A CORRECTION. 


In THe TRAFFIC WoRLD of January 17, p. 134, there 
occurred an error in the line descriptive of the illustra- 


tion. The line should have been “New Orleans Pier of 
the Philadelphia-New Orleans Transportation Co.” instead 
of “Philadelphia Pier,” etc. 
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The Inclined Plane 
applied to Freight 


The inclined plane is one of the simplest mechanical principles. 


Man first used it in primitive form to trundle up heavy loads from one 
level to another. 


The Otis Inclined Elevator 


is nothing more than a moving inclined plane—simple in theory—simple in 
practice—potent in results. 


It is this simplicity of construction and operation that makes it so 
adaptable to all conditions—whether freight is to be moved from ship to pier, 
between levels in the express office, at the factory or on the shipping platform. 


Moreover, the costs for power are small—only about 1-10 of a cent a 
ton—and the capacity enofmous. 


Let us send you our Catalogue and take you to places 
where you can see these machines in operation. Write to 


Otis Elevator Company 


Eleventh Avenue and Twenty-sixth Street 600 West Jackson Boulevard 


NEW YORK CHICAGO 
Offices in All Principal Cities of the World 


Otis Inclined Elevator at Metropolitan S. S. Co. Pier, Boston, Mass. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


TRACTOR IN SAW-MILL SERVICE 


By A. L. DIXON. 





Take the New Orleans Limited from New York to 
New Orleans, then the “midnight” over the Santa Fe to 
Lake Charles (La.). Here you get a cup of coffee and 
perhaps a boiled egg before taking the local for Nitrim. 
From here you go to Elizabeth by auto, reaching there in 
time for supper at the one hotel in what is practically 
the heart of the yellow pine forest. 

Most people would call Elizabeth nothing but a lumber 
camp, and in some respects it is, but it contains one of 


conveyed to turpentine boilers or vats, where the tur 
pentine is extracted from the wood by a process of steam- 
ing. This is but one indication of efficiency. 


The trees are sawed down, cut in half and then pulled 
from the forest to the side of the track by a huge steam 
derrick, which can pull four logs from four different di- 
rections at the same time. From the side of the track 
the logs are loaded on the freight cars by a mechanical 
loader, which travels on the standard gauge track: the 
train of loaded cars is then run back to the mill, where 
the logs roll by gravity into the millpond. From here 
they are carried to the mill by an endless chain system. 

About 25 per cent of the mill’s output goes to the 





Electric Tractor in Saw Mill Service—Loading Train by Cerrick 


the most up-to-date lumber mills in the South. Manager 
R. M. Hallawell and Electrical Engineer James Hill have 
made this an electrical plant throughout. They are firm 
believers in the “juice,” and if there is no electrical appa- 
ratus on the market to do their work, they either make 
it themselves or have some manufacturers build it for 
them. 

The plant of the Industrial Lumber Co. has a daily 
capacity of about 300,000 feet, which means that they 
must cut over about 20 acres of land per day. Six large 
freight engines and 75 flat cars are used to move the 
logs in from forest to mill. About 1,000 hands are em- 
ployed, nearly 50 per cent of these being negroes. Effi- 
ciency is the watchword from the felling of the trees 
to the moving of the lumber in the yards by the new 
electric “mules.” Even the bark and strippings from 
the sides of logs, which in most mills are carried to 
one end of the yard and burned, are at this mill run 
through a “hog” (a large electrically driven high-speed 
cutter) which shreds the material, and from here it is 


timber docks, where it is shipped abroad or to American 
users requiring heavy timber. The dry kilns take about 
15 per cent. One of the illustrations shows the lumber 
from the kiln being towed to the storage sheds at the 
other end of the yard. The balance of the lumber is piled 
on the stacks and put through the planer. The moving 
of this lumber required about 20:mules and a correspond- 
ing number of men, and it was to displace these that the 
electric tractor was built. 


The New G. V. Tractor. 


While the tractor in question was not exactly a new 
proposition for the General Vehicle Co., this is the first 
time, to the writer’s knowledge, that an electric tractor 
has been adapted to operating conditions of this kind. 
The general specifications called for something which 
would handle quickly from 2 to 4 tons of lumber, some- 
thing which would load and unload very quickly; and 
yet be simple in operation and inexpensive to operate, at 
least from the standpoint of labor. Freedom from fire 
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Send for this New Catalog 


—see how to reduce weigh- 
ing cost and to increase 
weighing efficiency. 


There’s a Kron Scale made to fit the 
requirements of your business. This 
new catalog shows just how it looks 
and tells exactly what it will do. 


It will suggest to you a way of saving 
hundreds, or possibly thousands, of 
dollars each year. It will show you 
how to get the exact weight every time 
—and in the least time. 


Meantime, while you are waiting for your catalog, consider these facts: 
A Kron Scale weighs in less than one-third the time required by the old beam 
scale—you just “Load and Look,” no time is required fumbling with weights 
and poise—you can weigh 10 lbs. and 500 Ibs. one right after the other. The 
Kron Scale is the chosen scale of big express companies, railroads, packers and 
industrial plants, because it is accurate and quick under the hardest daily usage. 


The movement of the pointer on this scale is 
automatically controlled by a compressed-air de- 
vice. Dial mechanism is entirely free from knife- 
edges, pivots and springs. All materials used are 
of the best grade, carefully selected. The Kron is 
built throughout for long, efficient service. 


You are urged to send for your catalog 
today. 


You cannot begin too soon to stop wasteful 
weighing and possible short-weights or over- 
weights. Write today. | tei mann 


for automatic deduc- 
tion of tare, so that 
only the net weight 


American Kron Scale Co. —* 


39 Cortlandt St.. New York ee 
WESTERN REPRESENTATIVE = 


Spencer Otis Company 


Railway Exchange Bldg. 
CHICAGO 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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risk was also a consideration. The requirements were 
met by building a tractor of the following specifications: 


Chassis rating Two-ton. 
44-17-G. V. Lead. 
BE. 1026—85 V. 

Controlier.................8-3h, 

Wheelbase................54 inches. 

DM dadis 00 cadh be oe oe Mee «4-inch rolled steel channel 

Re ok yo Deas ooo eoanl Artillery type on Timken. 

Tires Front, 28x4 in.; rear, 28x3% in., dual. 
Housed type on Timken 
Internal expansion on rear wheels 
Half elliptic, front and rear. 


As will be noted from the illustrations, the battery is 
mounted on the top of the chassis, the driver’s seat is at 
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his left and the hoist operates the cable, which tighte: 
the lumber to the dolly and holds it securely to the re: 
bolster. 


In moving lumber from the mill to the lumber stac! 
the tractor has a capacity of 7% round trips (2,400 fe: 
each) per hour, towing an average of 1,500 feet of lumb<« 
or 3.375. tons. In this work one tractor replaces five mul: 
and three men. 


This big mill has about 5 miles of tramways, runnin: 
from the mill to all parts of the different yards. Tran 


ways are from 16 feet to 20 feet wide and are floored 


Electric Tractor in Saw Mill Service—Towing to Storage Sheds. 


the rear of the battery, the controller is at the driver’s 
left hand, while the brake lever is operated by his right 
foot and the bell by his left foot. The cradle is supported 
by a steel extension from the chassis frame and rests 
on a substantial revolving block held to the supporting 
members by a king bolt which passes through. 

The lumber is first loaded on the standard two-wheel 
lumber dolly and is connected to the tractor by backing 
the tractor under the lead, a chain being thrown around 
the lumber back of the first crossbar on the dolly and 
in turn attached to the end of a cable which passes through 
a guide bolt near the king pin and around the drum of a 


standard Sprague hoist. The driver presses a lever on 


with 3-inch timber. At the mill the tramways are about 
20 feet from the ground, sloping to about 4 feet at the 
opposite end of the yard. The tramway lumber is worth 
$13 per hundred board feet and costs $5 per hundred for 
laying. These figures are important, as the mules’ shoes 
necessitated the renewal of this lumber every three years 
at a cost of $25,650. Obviously rubber tires will show 
a big saving in this item alone. 

After the lumber is dried, it is moved from the lumber 
stacks and dry sheds to the planing machines and then 
loaded into freight cars, located from 60 to 1,000 feet 
away, either by hand or by the tractor. This work is 
considered very hard on the mules and difficult for the 


Electric Tractor in Saw Mill Service—Loads Ready at the Sheds. 
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ABITA SPRINGS 


NEW OR 


THE TRAFFIC WORLD 


COVINGTON 


LEANS GREAT NORTHERN 


“OZONE ROUTE” 


R. R. 


SUPERIOR FREIGHT AND PASSENGER SERVICE 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THE 


NORTH, EAST, SOUTH ax» WEST 4x» FOREIGN 
PORTS vu NEW ORLEANS, “Panaua CANA 


MODERN EQUIPMENT, 


SAFETY AND COMFORT, 


EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORT : 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 


M. J. McMAHON, Gen. Frt. and Pass. Agt. 


G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 


905 WHITNEY CENTRAL BLDG., New Orleans, La. 


UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any Americana 
port constructed specially for service in the Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia— Baltimore 
Mobile—New Orleans 


AND 


Jamaica—Panama Canal 
Colombia—Costa Rica 
Guatemala—Ni 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 
Mezico, Central and South America. 

AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern =e } 

AT PUERTO BARRIOS — for Guatemala City and other 
points on the Guatemala Railway. 

q The opening of the CANAL will see the greatest changes in 
the commercial routes of the world that have ever been known, 
and every Traffic Man owes it to himself to see it before the 
water is turned in. 

q Take one of the big air-cooled steamers of our GREAT 
WHITE FLEET this winter and go to Panama. You will 
enjoy every moment of the trip. 


Our tlustrated booklets tell the whole story. Ask any TICKET 
or TOURIST AGENT for a copy, or write to us 


M. HARTMANN, Western Passenger Agent 
444 Commercial National Bank Building, Chicago, Il. 


131 State Boston, Mass. 7 Battery New York, N. Y 
Pies Soak Winoves Phitedelphia, Pa. Pier! Pratt St, Baltimore, "Md 
626-630 Common Street, New Orleans, La 





Who Uses Revolvators? 


Revolvators or portable tiering machines are used in 
hundreds of representative plants all over the country for 
stacking rolls and reams of paper, bales, boxes, etc., in 
warehouses or for loading them into cars. Here are a 
few concerns who use them, some having as many as a 
half dozen: 


Standard Oil Company Prudential Insurance Co. 

International Harvester Co. Virginia-Carolina Chem. Co. 

American Tobacco Co. Barrett Mfg. Co. 

National Biscuit Co. U. S. Navy Yards 

Jos, Dixon Crucible Co. F. W. Woolworth & Co. 

Eberhardt-Faber Pencil Co. Singer Sewing Machine Co. 
Standard Bieachery Co. 


Do you believe any of the above concerns would buy 
Revolvators if they did not find them great money and 
time savers? Write to-day for catalog T. W. and find out 
why so many representative firms use Revolvators. 


N. Y. Revolving Portable Elevator Co. 


364 GARFIELD AVE. 16-A JERSEY CITY, N, J. 
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truck, as the hauls are very short and the roads tortuous. 
The truck has to go between the planers and in other 
narrow places and into the drying sheds, where it is neces- 
sary, sometimes, to back down a long narrow aisle. It 
is im this class of work that the tractor shows the largest 
saving, due to its flexibility of operation in the smaller 
spaces and the ability to load and unload quickly. In 
such work one tractor displaces 7 mules and 5 men, 
making 13 round trips per hour, with 1,100 feet of lumber 
per trip. The average distance covered per round trip 
is 2,000 feet. In transferring lumber from the dry kiln 
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current from the central station at 4c per K. W. H., th: 
cost would not average over $200 per tractor, or $600 in al! 

Operating costs of tractors are given with G. V. con 
servatism, as the figures include battery, tire, gear and 
chain renewals each year. The load is towed, not carried 
and this should favor tires and other parts which show 
rapid depreciation in heavy haulage. 

From the above it will be seen how that one special! 
application of the electric commercial vehicle has resulted 
in a substantial saving to the manufacturer in question 
It is an open secret that the tractor and the trailer offer 





Electric Tractor in Saw Mill Service—On the Tramways. 


to the dry sheds, one tractor will do in two hours work 
that usually takes-two mules all day to do. 


G. V. Electric Lumber Tractors Vs. Mules—Cost of 
Operation. 


Three tractors and six men taking the place of sixteen 
mules and twenty men. 


INVESTMENT. 
Mules. Tractors 


TS mules at. S220 -GROMs os eer cee veces ce dtceses $ 3,600.00 
20 sets harness at $25 each..............:.. 500.00 
20 2-wheel dollies, with shafts, at $25 each. 500.00 
3 electric tractors with (G. V.) batteries 
es fT Ree rae ee ieee ee $ 8,700.00 
Stable, grain, horse, blacksmith shop, etc.. 3,000.00 
Garage, charging apparatus, etc............ 1,000.00 
MOONE ie oc donc nds cud bd codes cb Set coetd .$ 7,600.00 $ 9,700.09 
FIXED CHARGES 
Mules. Tractors 
OME cccikacess poletwakt lube be ¢ o&2s ca0k0 . ae $ 291.00 
Depreciation .........--::. be aWOres «iid eve niten 1,140.00 1,020.00 
Oe i421, So eas abs sth bees cae buds oa 100.00 87.00 
Total fixed charges per year............ $ 1,468.00 $ 1,398.00 


OPERATING COSTS. 
Mules. Tractors. 








Renewals of batteries (every year)......... $ 867.00 
Renewals of tires (every year)........... ; 600.00 
Renewals of chains, gears, etc.............. 375.00 
Feed, shoeing, stable help, etc., at $20 per 
month per mule (16 mules)............. $ 3,840.00 
EE Dan SRG ae iis OhU Ries 6 0nte0etkuaned ewes 10,500.00 3,600.00 
Repairs to tramways.............. intemas : ee $.275.00 
Total operating costs per year.......... $22,890.00 $ 9,717.00 
Ne ge ORAS er errr $24,358.00 $11,115.00 
Saving per year by using electric tractors.............. $13,243.90 


No current has been figured in the operating costs of 
the three tractors, as the amount used is not considered 
of any consequence. Assuming that a mill- were to buy 


many advantages in present day trucking, and I believe 
we shall see many more of these special applications of 
the electric. 


SAFE SEALING OF FIBER BOXES 


By A. E. Rideout, 
Gen. Sales Manager, National Binding Machine Co. 





One, of the most essential points in the final comple 
tion of the fiber board, or corrugated fiber, shipping case, 
before presenting it to the carriers for shipment, is the 
sealing, and this is the one thing that is generally th« 
most neglected. 

In gluing the fiaps together with a liquid adhesive 
the great trouble has been caused by only a small por 
tion of the surfaces adhering, this being caused in a great 
many instances by the operators not using enough pres 
sure on the flaps to hold them firmly together. Then 
again, if weights are used in such a manner it tends to 
spread the flaps apart, leaving an open seam in thé 
center of the box, which opens or spreads the corners, 
and in most cases causing the flaps to overlap the sides. 
All these things greatly weaken the box, and if there 
are open corners or open seams the box is not water- 
proof to any degree whatsoever, and such a package does 
not comply with the classifications. 


Conditions that Make Sealing Permanent. 


Where sealing strips alone are used (without the 
use of liquid adhesive between the flaps) the practice 
has been to seal all openings, including the center seam 
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To Obtain 


Lowest Cartage Charges, Quickest and Most Con- 
venient Delivery, Best Through Routing 
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The Traffic World has been 
impressed with the difficulties 
which confront the man called 
upon to make an investigation of 
technical problems involving the 
possible purchase of equipment 
or supplies which will add to the 
efficiency of the traffic or trans- 
portation department. 





















is to have actual and positive knowledge of the 
layout of the city, and location of its industries, 
and carriers’ facilities. This information is 
provided in 


THE RAILROAD AND INDUSTRIAL 
MAP OF CLEVELAND 


Compiled by D. F. HURD, 
Traffic Commissioner, Cleveland Chamber of Commerce 








It often happens that some one 
firm may have just the device, or 
information needed, but through 
being unknown to the person 
making the search, his inquiries 
will never receive a satisfactory 
answer. 

























A complete, authoritative, practical traffic 
map. A limited number of copies of this map 
have been obtained for distribution among its 
subscribers by The Traffic World. Please 
order at once. 













The Short Haul Department 
will answer many such questions 
as naturally arise. The adver- 
tising pages will answer others. 
But we are now prepared to sup- 
ply the demand. for 










On bond paper, size 36x 5C scale 2% inches o the mile 
price $1.50. On linen-back paper, $2.50 


THE TRAFFIC WORLD, 418 So. Market St., Chicago 












Tank Cars For Rent 
Kentucky Refining Company 
Louisville, Kentucky 






A Broader Service--Free 










The Traffic World will en- 
deavor to put any person who 
places an inquiry with this de- 
, partment, under his business 
‘ letterhead, in touch with individ- 


( aoe ay) PRODUC TS EXPOSITION uals or firms best able to answer 
Bee CHICAGO COLISEUM APR.30-MAY 9 Sa ee een 
| RAND CENTRAL PALACE MAY2150 
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Motor Track Transportation 
Freight Handling Appliances and Methods 
Packing Materials and Methods 

Location of Industries 

Handling of Export Shipments 

Warehousing, F orwarding and Customs Brokerage 
Office Equipment and Methods 

























ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 








This service will be conducted 
promptly, along broad lines, and 
absolutely without bias of any 
sort. Simply address an inquiry 
to The Traffic World, which is 
the natural clearing house for 
information on these subjects, and 
let us do the searching, 











Former member of the Department of Justice as 
Solicitor of Internal Revenue 



















interstate Commerce Litigation 
a Speciality 
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_and the ends, and if this work is done properly it makes 


an excellent package; but the facts are that the work in 
all cases is not done properly, and therefore a method 
should be used which will entirely eliminate these de- 
fects, The writer believes, after six years’ experience in 
sealing and handling pulpboard containers, that a perfect 
package can be obtained by the following methods of 
sealing: 

1. Where the ends of the inner flaps are less than 
six inches apart, and the outer flaps meet, all flaps 
should be thoroughly glued together, and the middle seam 
made by the ends of the outer flaps must be completely 
covered with a sealing strip three inches or more in 
width, and must also lap two and one-half inches or 
more over sides or ends of the box, and must thoroughly 
and permanently adhere to the box, or— 

2. Where the ends of the inner flaps are more than 
six inches apart, and the outer flaps meet, all flaps should 
be thoroughly glued to each other, and the middle seam 
made by the outer flaps must be completely covered with 
a sealing strip three inches or more in width, and then 
reinforced with a sealing strip placed at right angles 
across the middle of the seam or joint made by the ends 
of the outer flaps, overlapping sides or ends of the box 
two and one-half inches or more, and must thoroughly 
and permanently adhere to the box, or— 

Where the outer flaps completely overlap each other 
all flaps must be firmly glued together throughout the 
entire area of contact, and the end of the outer flap 
must be sealed to side of the box with a sealing strip 
three inches or more in width, and must thoroughly and 
permanently adhere to the box. 

If the above method of sealing is followed there is 
sure to be much better work, for the following reasons: 

After the liquid adhesive is applied between the 
flaps they are drawn together, which makes a close 
seam and tight corners, and are firmly held in place by 
weights and the sealing strip or strips, which are then 
applied. 

Actual Best Practice Exceeds Classification Requirement. 

At the present time most of the large shippers are 
not only gluing their flaps together with liquid adhesive, 
but applying sealing strips three inches wide across the 
middle seam, and also applying a strip across each end 
and turning the corners. This is even more than the 
classifications call for at the present time, but the 
shippers are beginning to realize that the good paper 
container will carry in excellent shape if properly sealed. 

Most shippers are willing to do this work in the 
proper manner, but the trouble in the past has been the 
fact that they have not been properly instructed, and 
the poor sealing which has caused so much trouble has 
been more from the lack of knowledge than from any 
other one cause. It is also a fact that there are shippers 
who are interested only in getting their shipping cases 
out of their shipping room packed and sealed in the 
cheapest possible manner, and these shippers, when in- 
structed in the proper method of sealing, have not ac- 
cepted the suggestions given them. Such firms are 
greatly in the minority, however. 

The company with which the writer is--associated 
maintains a free service department, which is devoting 
its time exclusively to instructing its many thousands 
of customers in the proper manner of handling, packing 
and sealing their containers, and has made blue prints 
of forms with interchangeable tops adjustable to any 
size container, also sealing benches for holding and 
properly sealing the cases after being packed, and all 
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other necessary equipment to do the most efficient wok 
and to give the carriers a perfectly sealed and pilfer- 
proof package. 

To sum up, a great deal of trofible has been caused 
by the lack of knowledge on the part of shippers whose 
intentions for the most part were the best. 

Improvement is simply a process of education. 


ONE VIEW OF RAILWAY EFFICIENCY, 

There is a good deal of talk about efficiency by 
dictionary charmers who are inclined to come into the 
office of a man who is busy with the thousand and one 
daily problems of a big industry and tell of the superior 
efficiency which might be gained if all the brains and 
effort of the organization were directed at one particular 
process, making perfection in this one process a hobby. 
There certainly should be no sympathy for the man who 
is inclined to sit back in his chair and say, “Things 
are good enough as they are—let ’em run,” but that is 
certainly not the spirit which is the controlling idea in 
the minds of the men who are responsible for traffic 
affairs of the country, either among the industrial cor- 
porations or the railways. Looking at the proposition 
in a broad way, it is possible to get an idea of the effi- 
ciency of the nation’s transportation machine by com- 
parison with the cost of its unit of production with the 
various units of tangible property, and an interesting 
comparison of this sort is presented in “The Maize,” a 
publication issued by the Chicago & Great Western Rail- 
way. 

This was published as a part of what might be called 
an “efficiency campaign” to bring home to employes the 
importance of not wasting even the smallest items of 
the company’s property, and make saving a matter of 
common sense and conscience by showing what had to 
be done to earn their cost over again if unnecessarily 
lost, injured or destroyed. 

Miles 

Two-cent postage stamp (equivalent to hauling one 
ton of freight) 

Lead pencil (equivalent to hauling one ton of freight) 2 

Track spike (equivalent to hauling one ton of freight) 2 

Track bolt (equivalent to hauling one ton of freight). 3% 

One pound of waste (equivalent to hauling one ton 
of freight) 

One white lantern globe (equivalent to hauling one 
ton of freight) 

One red lantern globe (equivalent to hauling one ton 
of freight) 

One lamp chimney (equivalent to hauling one ton 
freight) 

Station broom (equivalent to hauling one ton 
freight) 

Station water pail (equivalent to hauling one ton 
freight) 

Fuse (equivalent to hauling one ton of freight) 

Lantern complete (equivalent to hauling one ton 
freight) 

Air hose (equivalent to hauling one ton of freight)...225 

Track shovel (equivalent to hauling one ton of 
freight) 

Draw-bar buckle (equivalent to hauling one ton of 
freight) 

The shipper ought to be able to derive some satis- 
faction from taking these tables in a reversed sense, and 
seeing how much distribution of his products he can get 
for the equivalent of some articles of very moderate 
cost and utility. 
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Directory of Attorneys 
Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 


Suite 956 First National Bank Blidg., 
Chicago, Ill. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 
7 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 


H. Earliton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C. 


Blackmar & Bundschu 


Attorneys and Counsellors 
Suite 904 Commerce Building, 
Kansas City, Mo. 
Specia] Attention to Rate Claims and 
Practice Before the Interstate Commerce Commission 


H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Watson & Aberne 
Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. ; 
Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


WILLIAM C. COWLING 


Attorney at Law and Commerce Counsel. Special 
attention given to rate and interstate commerce 
cases. Competent corps of traffic experts in con- 
nection with both offices. 

1107-10 Chamber of Commerce Bldg., Detroit, Mich. 
526-28 Wells Bldg., Milwaukee, Wis. 


BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 
Luther M. Walter 


M. W. Borders 


CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


John 8S. Burchmore 


Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 
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BALTIMORE TRAFFIC CLUB. 

The January meeting of the Traffic Club of Baltimore 
was held on the evening of January 2. The evening was 
spent in the enjoyment of a smoker, routine matters only 
being discussed. One matter of importance disposed of 
was the selection of January 22 as the definite date for 
the annual banquet. President Elliott and the entertain- 
ment committee are planning several interesting features 
and a thoroughly enjoyable evening is anticipated. 

An important change was made in the constitution 
and by-laws at this meeting, the date for the monthly 
meetings being changed from the first Friday to the sec- 
ond Tuesday in each month. 

A nominating committee of seven members was 
elected to report a ticket of officers to serve for the year 
1914. 

The Traffic Club of Baltimore is now just one year 


POSITIONS WANTED OR OPEN 


Position Wanted—Thoroughly experienced TRAFFIC 
MAN. Both railroad and commercial traffic experience. Can 
take charge of traffic department or can organize depart- 
ment and guarantee results. Successful record handling 
claims. Thorough understanding of rates, classification, 
routing, gateways, etc. Can show exceptional records of 
past work. Young man, not afraid of work, and hustler. 
Address D 401, Traffic World, Chicago. 
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TRAFFIC MANAGER—Age 34, single, steady and 
reliable. Nine years in local freight office and freight 
claim department of Michigan Central Ry., Detroit. 
four years in commercial traffic work. My experience 
covers every detail of commercial and railroad traffic 
work, viz: Rates, routing, claims, accounts, exporting, 
office system, correspondence and movement of carload 
and less-than-carload business. Policy: aggressive, yet 
courteous; every detail of traffic work started right 
and kept there. At present traffic manager for a 
large mail-order furniture manufacturing concern. I 
am seeking a larger field and would prefer a Detroit, 
Chicago or New York position. Address Traffic World, 
L. N. 217. 





ATTENTION SHIPPERS! 


| The Toledo, St. Louis & Western Railroad Co. 
(Clover Leaf Route) announces the completion of 
its new Fire Proof Storage Warehouse at East St. 
Louis, Ill. 

{| The location is central, thus affording quick deliv- 
eries to connections, and St. Louis trade. 

] Will lease sectional space on reasonable terms. 
{| For particulars please address Mr. R. L. Dore, 
Ass’t General Freight Agent, Toledo, St. Louis & 
Western Railroad Co., Pierce Building, St. Louis, 
Mo. 
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old, and the year’s growth. has been very satisfactory, 
membership having more than doubled. 


CHICAGO TRANSPORTATION ASSOCIATION. 


At a luncheon of the Chicago Transportation As 
ciation on January 22 at the Hotel Sherman, H. H. Carve: 
commercial agent of the bureau of foreign and domest 
commerce, United States Department of Commerce, wa 
the speaker. Mr. Carver has headquarters in the Federa 
building, Chicago. 


LOUISVILLE TRANSPORTATION CLUB, 

The Transportation Club of Louisville, Ky., has an 
nounced that it will hold its second annual banquet on 
Tuesday afternoon, February 10, at the Seelbach Hote! 
Frank G. Maus, general freight agent, Pennsylvania Rail- 
road, who was the chairman of last year’s banquet, wil! 
again have charge of the arrangements in the coming 
banquet, and the club expects to duplicate last year’s 
successful entertainment. 


INDICTMENT FOR CONCESSIONS 





The Federal Grand Jury for the Hastern District of 
Washington recently returned two indictments as fol 
lows: 

One against the Spokane International Railway Co. 
and George H. Martin, its general freight agent, in 17 
counts for granting concessions. 

One against Austin Corbin 2nd, in 17 counts for 
accepting concessions. 

The facts on which these indictments were based 
are, briefly, as follows: 

Austin Corbin 2nd is vice-president of the Spokane 
International Railway Co. He owns a ranch at Corbin 
Junction, Ida. It has been his practice to make ship- 
ments of live stock, etc., from his ranch to Spokane 
Wash., for marketing, which shipments were originally 
billed at the tariff rates. In the course of shipment, 
however, at the direction of George H. Martin, genera! 
freight agent, and with the knowledge of Mr. Corbin 
the freight charges were canceled and the shipments 
were billed free “account company use material.” This 
practice was deemed to be a device for the granting and 
receiving of a concession in violation of the Elkins Act 


CONTEND FOR YEAR CLAIM LIMIT. 

Ernest L. Ewing, Grand Rapids, Mich., informs us 
that the statement on page 98 of THE TRAFFIC WoORL! 
of January 17, which states that all shippers except thos« 
of agricultural implements agreed to the proposition that 
the time limit for filing claims, as provided for on th: 
uniform bill of lading, should be made six months in 
stead of four is incorrect in that he stated definitely 
in behalf of the Furniture Manufacturers’ Association of 
Grand Rapids and the Furniture Manufacturers’ Associa 
tion of Chicago, that they must contend for a limit of 
one year from date of shipment. 





VACATES SUSPENSION. 


The suspension order of the Commission in I. & S. 
No. 333, in so far as it relates to Chicago & Alton sup- 
plement No. 1 to I. C. C. No. A-559, has been vacated on 
a showing that is not a part of the general increase in 
rates involved in that proceéding. 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, \New York,London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 
Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc... 
Huguenot Express Co. Buffalo Storage & Carting Co. 


NEW YORK, N. Y. BUFFALO, N. Y. 


624 West Thirty-sixth St. Phone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 
of town a specialty; up-to-date facilities for storage 
and distribution. 


































350-356 Seneca St. ‘“‘Unsurpassed facilities” for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 














Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 







Judson Freight Forwarding Co., Inc. 


CHICAGO . 443 Marquette Building. 
ST. LOUIS . 1501 Wright Building. 









Import and export freight contractors, tramsfer and 







Carload distribution to all railroads at Chicago and St. 
Louis without teams: Le: € Ee shipments of machinery reshipping agents, custom house brokers. Bomded and 
forwarded at reduced rates to all principal Western and 
free warehouses. 


Pacific Coast points. 






Ashley Warehouse Co. 


ST. LOUIS, MO, 







Bonded and general storage. Drayage facilities. Cars 
promptly handled. Custom house entries attended to. 
Insurance, 18c. Track connections. 












g The Transportation Club of Cincinnati 
LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS Franke Ar Healey, Pres.; J. H. ander 
on, Secy. 
The National Industrial Traffic League. Sterling Manufacturers’ and Shippers’ oun Tran 
: sportation Club of Loulsviile. 
Object—The object of this league is Association. In charge of traffic in E. L. Roederer, Pres.; 9, J. McBride, 












to interchange ideas concerning traffic dustries located at Sterling and Rock Ss 

matters, to co-operate with the Inter- Falls, Ill. W. P. Benson, President; H. acy. 

state Commerce Commission, state rail- H. Wood, Vice-President; W. J. Bur- The Transportation Club of Toledo. BD 
road commissions and transportation leigh, Secretary-Treasurer; W. E. Long, D. Ryan, Pres.; J. 8. Marks, Secy. 
companies in promoting and securing Traffic Manager. The Traffic Club of Newark. H. B. R. 











better understanding by the public and Potter, Pres.; J. J. Kautzmann, Secy. 


the state and national governments of The Memphis Freight Bureau. L. R. The Traffic Club of Seattle dD 
the needs of the traffic world; to secure Donelson, Pres.; W. G. Thomas, Vice- Pinneo, Pres.; P. B. Miller, — 
























proper legislation where deemed neces- ‘. 
sary, and the modification of present Mamahie Tens: Davant, Commissioner, the Transportation Club of Detroit, Mich. 
laws where considered harmful to the . : Sidney A. Jones, Pres.; W. R, Hurley, 
— —S eh yg we the ree Secy. 
view to advance fair dealing and to Transportation Club of San Francisco. J. 
promote, conserve and protect the com- TRAFFIC CLUBS F. Dareta, Pres.; Theo. H. Jacobs, 
mercial and transportation interests. Traffic Club of Kansas City. Joseph A. Secy. 
Headquarters, Tacoma Bidg., 5 North Tapee, Pres.; Alfred A. Wild, Secy. The Rallroad Club of Kansas City, Mo. 
La Salle St., Chicago, The Chicago Transportation Association. fon Stroud, Pres.; Claude Manlove, 
Officers. = H. Schniglau, Pres.; H. E. MacNiven, The Traffic and Transportation Club of 
OE: 8. WS 50 ices cetie te President ecy. Birmingham. A. W. Carey, Pres.; 
Commissioner, Transportation Bureau of The Traffic Club of New York. R. H H. Knight, Secy. 
Commercial Club, Kansas City, Mo. Wallace, Pres.; C. A. Swope, Secy. The Traffic Club of Minneapolis. F. B 
Be MONT vs ents oscstoeertic Vice-President Grolre Lge oe cine.) H. L. Wil- . ae es F. Se ieee Eee ‘. 2 
issi , Freight d Traffic Di- rd, Pres.; ©, I. Darcy, Secy. a ake ransportation ub. . 
Comentarios, reget Se eae. The Spokane Transportation Club. Chas. Davis, Pres.; R. E. Rowland, Secy. 
apolis, Ind. 5 W. Colby, Pres. Traffic Club of Milwaukee. Wm. P. 
Oscar F. Bell........ Secretarv-Treasurer The Traffic Club of Chicago. Guy S. O’Connor, Pres.; C. C. Lioyd, Secy. 
T. M. Crane Co., 836 South Michigan McCabe, Pres.; W. H. Wharton, Secy. Transportation Club of Lima, O. Lloyd 
paves Chicago, Ii. secret The Traffic Club of Dallas, Tex.. T. E. en ee oe ee ee ae 
v . ndbiom...... sst. Secretary Jackson, Pres.; G. 8. Maxwe ecy. : 
I ; ; ° : Gran apids Traffic Club, Grand {i 
Ae ee The Traffic Club of Philadelphia. Harry ee Os cant Breas temas 
National Implement and Vehicle Assocla- co," —. ‘ aes a Bale, Secy. 
tion. W. J. Evans, Freight Traf. Mar., : Transportation Club of Peorla. R, M 
American Trust Bldg., Chicago, Il. The Traffic Club of St. Louis. R. K. Field, Pres.; A. S. Howells, Secy. 
enisillimaadb na Pretty, Pres.; W. S. Crilly, Secy-Treas. Traffic Club of Cleveland. D. F. Hurd, 





' f iss! - The Traffic Club of Pittsburgh. BB. C. Pres.; W. V. Bishop, Secy. 
saute at the United ataten, one Sattley, Pres.; D. L. Wells, ‘Bear. Traffic Club of Erie, Pa. Edwin H. Bre- 
lini, Pres., Cincinnati, O.; R. S. French, The Transportation Club of indianapolis. villier, Pres.: M, W. Elsmann, Secy. 









202- ranklin St., M. R. Maxwell, Pres.; L. E. Stone, Los Angeles Traffic Association, Los An- 
ee vanite xt? . Secy. geles, Cal. FB. 8. Blair, Pres.; C. B 
—_—_—— The Traffic Club of New England, Boston. Cline, Secy.-Treas. 
Northern Pine Manufacturers’ Assocla- Sam W. Manning Pres.; C. A. Ander- Traffic Club of Jacksonville, Fia. A. W. 
tion. H. S. Childs, Secy., Minneapolis. son, Secy. Fritot, Pres.; Chas. A. Bland Sacy. 
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Standard Freight Claim Forms 


AS APPROVED BY 





THE FREICHT CLAIM ASSOCIATION . 
V 
THE VIRCINIA CLAIM CONFERENCE = 
NATIONAL INDUSTRIAL TRAFFIC LEAGUE 
THE .NATIONAL ASSOCIATION OF RAILWAY COMMISSIONERS 
‘AND THE 
INTERSTATE COMMERCE COMMISSION 
Will Greatly Facilitate the Handling of Your Claims 
Mr. W. P. Taylor, Secretary of The Freight Claim Association, says:—“Inasmuch 
as it is earnestly desired that these forms be put into universal use, your co-opera- 
tion to the fullest consistent extent, with this end in view, will, of course, be much 
appreciated. It is felt that the use of these forms will be equally beneficial to the 
. carriers and the claimants, as, by facilitating the adjustment of claims, they will 
: remove what has heretofore been a cause for frequent complaint.” 
: 
| TWO KINDS: OVERCHARGE AND LOSS AND DAMAGE 
| SCHEDULE OF PRICES 
) ee ee ed $ 2.00 Delivered 
NS MS ak view ct bce & wee 3.75 Delivered 
| RR TOMERS , Fe dswSad Cnuikd ewe 7.50 Delivered 
/ SN ss Sate ctasenes 12.00 F. O. B. Chicago 
Bae tach’: 5 85: cht gh 08: 17.00 F. O. B. Chicago 
. COOP GOR. snes Seas inne 35.00 F. O. B. Chicago 
| 
If you need the forms why not get them at headquarters for traffic 
supplies? Then you will know that they are 
absolutely standard. 
READY FOR PROMPT SHIPMENT 
| THE TRAFFIC SERVICE BUREAU, 418 South Market Street, CHICAGO 
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